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This Letter is Evidence 


oe Metrepoliten Heannshebeod, 
Vouon! Whee of SHON o> 


Otis Be. 
Inclined wins aes aca 


Sew York City, N.Y. 


Elevators | “=~ 


In compliance with your letter of the 
12th inst. relative to three Otis Inclined Elevators 


Co) 

 ~< 
co 
© 


enormously cut installed for us at Union Wharf in July last, I wuld 
d own th e tim e say without hesitation that these Inclined Elevators 
have not only been the means of a considerable saving 


in the cost of handling cargo but they have made a 


and cost of mer- 
chandise and 
freight handling. 


vast improvement in the time consumed in discharging 

the steamers. I should say that without the Otie In- 

clined Elevators it wuld take at least 265% more time 
Railway Fre ight Stations, to discharge our steamers. Therefore, the difference 

Warehouses, Factories, Stores, in cost can readily be appreciated. 

Steamship Docks, Piers, etc., Yours tmly 

equipped with Otis Inclined Ele- 

vators save much in the Time 

and Cost over other methods of 

Merchandise and Freight Handling. 


Agent. 


You should be interested in this better method. An investigation of the type of machine 
adapted to your particular requirements and the money and time-saving advantages effected 
will surprise you. Without obligation we will submit plans and furnish estimate on equip- 
ment and operating cost. Write to us. Let us show you how to INCREASE capacity and 
DECREASE cost. 


Otis Elevator Company 
Eleventh Ave. and Twenty-sixth St, NEW YORK 600 West Jackson Blvd., CHICAGO 
Offices in all Principal Cities of the World. 
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DIGEST OF DECISIONS 


Under the Interstate Commerce Act 


Opinions of the Interstate Commerce Commission and the Courts 
Mr. W. P. Trickett, Traffic Director, Minneapolis Civic & Commerce Association, Minneapolis, Minn., writes: 
“No publication is, nor do | believe could be, more complete, and | regard it as of greater 
value to the layman than to the lawyer.” 


10,000 Points for the Traffic Man. Price, $8.00 Delivered 
LUST & MERRIAM, Authors and Publishers, 10 So. LaSalle St., Chicago, Ill. 


Complete Reference Work 


PUBLIC UTILITY LAWS 
STATE and INTERSTATE 


‘The foundation for the study of all questions bearing on rates, and other features of regulation 
bet ween shippers and carriers, is the law. No traffic manager or traffic attorney can afford to be without 
the Interstate Commerce Laws and Statutes of ti. \ several states. The most complete and convenient compil- 

ation of these laws is contained in the book here illus- 
trated, which has been extensively sold to represent- 
ative carriers and prominent shippers. 


Edition Nearly Exhausted 


An Indispensable 
Reference Work 


The demand for this book has been so extensive 
that only a comparatively small number remain and in 
a few weeks copies can no longer be obtained. This 
represents the last opportunity to get one of these dur- 
able volumes of the Digest of Federal and State Court 
Decisions, the Interstate Commerce Laws and the Laws 
of the Various States regulating carriers and relations 
with shippers. 

This volume of 1,500 pages, in addition to a com- 
plete compilation of State Public Utility Laws and 
Interstate Commerce Laws and the Digest of Court 
Decisions, also contains all forms preseribed for filing 
complaints with the Interstate Commerce Commission. 


One of the remaining volumes, cloth bound, can be 
obtained for $7.50, delivered. Act quickly, as this op- 
portunity will soon pass. 


Send your order now, and you will have the book 
available when needed. 


THE TRAFFIC SERVICE BUREAU 


418 South Market Street, Chicago 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 








Sell The OIL TRADE 


Some 1,100 Independent Oil Jobbers and 
Refiners and nearly 10,000 Oil Producers in 
this country are Constantly in the market for 


Steel Tanks Tank Cars 
Pipe Boilers 
Hose Steam and 
Hose Couplings Gas Engines 
Belting Chemicals 


You can reach this big and growing market 
ONLY through 


The National Petroleum News 


Representing Independent Oil Men 
Rose Building Cleveland, Ohio 


Employ it as YOUR Salesman. Write Us. 


Be a Traffic Manager 


Switch Yourself on the 
Right Track NO 


Enter the New Profession of Traffic Management 
where there are Big Salaries—$40 to $75 weekly— 


awaiting the trained expert who can save money 
for his employers through getting at the minimum 
in mileage and rating and knowing how to effect 
deliveries in the shortest possible time. 


Through our unique system of instruction, at low 
fees, we train you thoroughly in the principles and 
practice of Traffic Management and Interstate Com- 
merce. 


Flag this opportunity right away. Don’t turn 
this page until you have filled in and despatched 
the coupon at foot. Give us a chance to fully dem- 
onstrate for your satisfaction the future awaiting 
you as a Traffic Manager. 


NATIONAL TRAFFIC COLLEGE 


309 Peoples Gas Building, Chicago 


=e Se ee C8 SS eee Fe SB SE eC BO BO ee eS eee ee eee eee 
Z TO NATIONAL TRAFFIC COLLEGE, 
6 309 Peoples Gas Buliding, Chicago. 


Please send me your new booklet telling how I may 
qualify myself to become a Traffic Manager. 


ANALYZED 


Commission Regulation 
of 
Public Utilities 


A Compilati on and Analysis of Laws of the Different States and of the Federal Government for 
the Regulation of the Railways and Other Public Utilities 


BY THE NATIONAL CIVIC FEDERATION 
1300 Pages 300 Topics 5000 Paragraphs 


All Carefully Indexed. All Topically Cross Referenced. All Logically Arranged 
Edition Limited. Advance Orders Taken Now. Price $8.50 Delivered. 


The Traffic Service Bureau 


Sole Distributors 


418 So. Market St. 
CHICAGO 


508 Colorado Bldg. 
WASHINGTON 


As a Friend of THE TRAFFIC WORLD, please Mention the paper In writing to advertisers. 
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It's All a Matter of Education! 


We can give you any number of instances where buyers have changed 
from good wooden boxes to the cheapest fibre cases—and expected these 
cheap cases to do the same work that the good wooden boxes did. 


Result—They went back to wooden boxes until we convinced them that 
our 


Fibre and Corrugated Cases 


would handle their goods satisfactorily—and yet save them some over 
their wood box costs. When you start—let us start you right. 


HUMMEL & DOWNING COMPANY 


MILWAUKEE, WISCONSIN 


NEW ORLEANS GREAT NORTHERN 


RAILROAD 
OZONE BELT ; LAND OF HEALTH 


SUPERIOR FREIGHT anv PASSENGER 


SERVICE BETWEEN 


NEW ORLEANS ; JACKSON 


THROUGH THE HEART OF 


PEARL RIVER VALLEY 
OPPORTUNITY LAND «& SOUTH 
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The Travelers Checks 


Wells Fargo & Company 


are the background of every enjoyable trip 


"You just wish them into real 
money," says the Wells Fargo 
Girl, "by the mere signing of 
your name." 


When Next You 


Travel 


She knows. She is typical of 
travelers who take advantage 
of a modern system to protect 
their pocketbooks. 


Follow the Example of 
the Wells Fargo Girl 


Wells Fargo & Co's Travelers Checks 


It matters not where you are, whether in Rombey or Hcllard, or in 
the United States anywhere, you will always fird people to cash your 


Wells Fargo Travelers Checks. 


Besides our thousands of agencies, 


almost any hotel-keeper, shopkeeper or transportation company will 


be glad to cash them. 


Issued in $10, $20, $50, $100 and $200 


Wells Fargo & Company 
5] Broadway, New York, N. x. 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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The fact that the Clover Leaf has given notice 
that after 60 days from the time of that notice it will 

} longer carry the mails at the rates of pay offered 
by the postmaster-general brings into sharp notice 
the fact that all that business is done on contract 
pe Ao to be the voluntary act of the railroad and 
There is no time limit on 
the contract and the railroad did not initiate the rate. 


e postmaster-general. 


lhe government prescribed it, under -the construc- 
tion placed on the act of Congress by the postmas- 
ter-general. The question as to whether the rate 
is confiscatory has never been judicially tested. The 
ostoffiice department is not inclined to present the 
juestion to the courts. On the contrary, Second As- 
sistant Postmaster-General Stewart is negotiating 
vith the Clover Leaf officials for an adjustment of 
the dispute. 


\n exchange suggests that if the express com- 
panies wish to recover some of the ground which 
they have lost, with advantage to themselves and to 


the public, there is no field more 


promising 
than that which in Germany is covered by the so- 
called fast freight post. The excuse for this is that 
the minimum weight unit for which the railroads 
will make a rate is 100 pounds. If a _ person 
Wishes to take a shipment weighing 10 pounds by 
freight he will have to pay the rate for the full 
hundred. At distances of 500 or 1,000 miles the ex- 


Press and parcel post rates become either restrictive 
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or prohibitive, except for merchandise of extraor- 
dinary value. In Germany this class of traffic is 
handled by assembling carload lots of small indi- 
vidual shipments at various fast-freight shipping 
points. When this is collected the German railroads 
make a carload rate, which the postal authorities 
do, or in this present instance the express com- 
panies might, split into proportionate rates down to 
about five pounds. In addition to this there is a 
small collecting and delivering charge. This is sim- 
ply an outline of the plan and does not go into de- 
tails, but the plan is somewhat similar to our use 
of package cars. Evidently the idea is capable of 
more complete development. There seems to be 
no organization in the field more capable of develop- 
ing it than the present express companies. 


EFFICIENCY OF FIBER BOXES. 


The manufacturers of fiber boxes are to be con- 
gratulated on taking up in an organized manner 
the necessary duty of eliminating unsuitable pack- 
ing methods and unsuitable commodities from ship- 
ment in fiber boxes. This has been done by the 
appointment of a committee on efficiency, which has 
just held its first meeting, and is expected to be an 
extremely active body, representing the various in- 
fluences connected with the manufacture of fiber 
shipping containers and the railways. 

Shippers 
modities 


having to do with certain com- 
undoubtedly understand that the rail- 
way classification committees have 
specified that several 
firearms, 


recently 
commodities such as 
cubeb- cigarettes and _ silver-plated 
would not be accepted in _ fiber 
The Executive Committee of the Fiber Ship- 
ping Container Association recently proposed to 
the railroads that a committee should be appointed 
to be known as the Committee on Efficiency, in or- 
der that a full and complete hearing might be had 
on this so-called elimination and other matters of 
similar character that may come up from time to 
time. It is now understood that future questions 
of this kind will be submitted to this committee be- 
fore going to the classification committee. The 
membership of the committee is as follows: 

For the Fiber Shipping Container Association— 
R. R. Richardson, chairman ; James E. Fellows, J. L. 
3archard, Thomas W. Ross. 

For the Corrugated Fiber Manufacturers’ Associa- 
tion—J. E. Clenny, chairman; J. J. Dauch, P. F. 
Griffin, Irving Hill. 

For the Railways—Committee on Uniform Class- 
ification. 


glassware, 
boxes. 


Under the resolution passed, no changes will be 
recommended by the Committee on Efficiency until 























on 








the interested shippers and manufacturers have 
been consulted and heard. 

This solution of a great problem was worked out 
after many sessions of the Fibre Shipping Contain- 
ers’ Association, the Corrugated Fiber Manufactur- 
ers’ Association and the Committee on Uniform 
Classification of the Railways and the three chair- 
men of the three general classification committees. 

The railways have already submitted several sub- 
jects for the consideration of this committee and 
they will be fully investigated and recommendations 
brought to the classification committees from time 


to time as they meet. 


STORE-DOOR DELIVERY. 

In view of the recent filing of tariffs by the Penn- 
sylvania and Baltimore & Ohio canceling store-door 
delivery in Washington and Baltimore, it may be of 
interest to note that in English cities where the 
problem of freight deliveries from railroads is oc- 
cupying nearly as much attention as it is in this 
country a very different solution is proposed. In 
England there is no thought of the abandonment of 
this service which for many years has been an ex- 
tremely important part of the carriers’ service, but 
efforts are being made to establish it upon a more 
satisfactory basis, that is, satisfactory to the re- 
ceiver of the goods. The railroads there propose 
to form a company for the handling of freight of 
all lines much in the same way as similar service 
has been performed in this country by the express 
companies. A recently published statement says 
that there are railway companies in London which 
own 74 freight stations, and receive 320 freight 
trains every 24 hours. About 7oo other trains are 
required for sorting and conveying merchandise 
from one yard to another. It is proposed now to 
establish a central warehouse in which railway 
tracks will enter immediately below the street level 
and with berths for wagons loading and unloading 
on the street level. Freight is to be transferred from 
one level to another by trains and elevators and the 
upper floors are to be devoted to sorting freight ac- 
cording to destination. This is the English substi- 
tute for the express business and solves the problem 
before it arises. 


VALUATION COST EQUAL TO BATTLESHIP. 


In view of the remarks that have been frequently 
made that the valuation of all the railroads of the 
country is likely to cost from $10,000,000 to $15,000,000, 
the Lincoln (Neb.) Star calls attention to the fact 
that while this looks like a tremendous sum, it is 
only the cost of one battleship, and therefore does not 
seem so formidable as the necessary expense of a 
better adjustment of the relations of the railroads and 
the people. 
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LEADERS IN TRAFFIC 


The Men Who Are Solving the Big Prob 


lems—and the Good Work 
They Have Done 


SAMUEL MOODY. 
Moody, passenger traffic 
West of Pittsburgh, made his first railway 


Samuel manager Pennsy! 


vania Lines 


connection in 1885, traveling and selling tickets on com 
He was born Aug. 24, 1853, in 


mission for those lines. 





























SAMUEL MOODY, 
Passenger Traffic Manager Pennsylvania Lines West of Pitts 
burg. 


Brooklyn. About 1875 he engaged in the grocery busines 
in western Pennsylvania, and later in a wholesale an: 
retail tobacco business at Rochester, Pa. It was i! 
this connection that he began the sale of tickets o 
commission. In this line he proved such a success th 
it was deemed more economical to put him on a sala! 
basis. He was appointed district passenger agent 

Pittsburgh Jan. 1, 1887; assistant general passeng¢ 
agent at Cincinnati Feb. 1, 1893, and transferred with t 
same rank to Pittsburgh two years later. May 1, 1% 
he was appointed general passenger agent; March 
1910, assistant passenger traffic manager, two mont 
later assuming the duties of his present office. J) 
Moody has always taken a great interest in Natio! 
Guard matters. As a boy he was drummer boy with t 
Guard in Brooklyn, and advanced to the rank of fi! 
sergeant. -In Pennsylvania he has held various positic 
with the National Guard, principally on -the governo 
staff. At the time of his resignation, in 1909, he w 
quartermaster-general of the state, with the rank 


colonel. 
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PRIVATE CARS AND OTHER MATTERS 


A mass of interesting facts has 
been gathered in the investigation of 
the private car lines, on which pub- 
lic hearings will probably be had in 
the fall, when the Commission re- 
sumes its work. The gathering of 
material has been going on steadily 
for six months. When the Commis- 
sion started it had few facts, and 
they were so unrelated that, conser- 
vatively speaking, it may be truth- 

fully said that the federal regulating body knew nothing 
more than that there were private cars and private car 
lines. 

The inquiry has gone far enough to enable those 
who have been gathering facts to establish certain 
classes of private car owners. The chief classes are 
those in which the shipper compels the carriers to allow 
him to furnish the equipment needed to carry his prod- 
ucts. The other class is that in which the carriers prac: 
tically compel the shipper to furnish the cars if he 
wants his products used. 

The public will probably be surprised to learn that 
to a majority of private car owners the cars are a lux- 
ury; that is to say, they make no profit from the in- 
vestment except such as comes from the fact that by 
reason of such ownership they are enabled to remain in 
business, 


It is only a minority of the owners that makes 
money. That minority of owners probably owns the ma- 
jority of the cars, so that in that way of speaking it 
is proper to say that more than half the private cars 
make a profit for their owners. 


The investigation brought out some comedy. For 
instance, one owner of four cars indignantly answered 
the query of the Commission by saying that he was not 
the owner of a private car line; that he owned four 
cars, to operate which had resulted in his having to pay 
$180 more for repairs to his cars than the mileage paid 
him by the carriers had amounted to. Just a little 
while before the Commission’s inquiry came he had re- 
ceived a check for $600 from the carriers on mileage 
account. He and his wife thought pretty well of their in- 
vestment in cars, because they had not only enabled him 
to carry on his business in better shape than before, but 
they had paid a handsome return on their investment. 

Just about the time he and his wife had decided 
what they would buy- with the $600, along came a bill 
for repairs to those cars amounting to $780. Among 
other things was a bill for a new pair of trucks under 
a car that had been out of the shops only a short time 
before. He did not pay the bill because it was found 
that the shop men, being pressed for time, had taken 
a pair of good trucks from under his car, which was in 
for repairs to a drawbar, and had put it under a com- 
pany car. When they supplied another truck the owner 
Was charged with that pair but not given credit for the 
PDair that had been taken from his car. 


The private car lines that have agents at many 
Doints throughout the country are able to make money 
on the mileage basis, the earnings of one company run- 
ning 60 cents per day per car for every day in the 
year, although the cars, as a rule, cannot make more 
than 200 days. They are able to do that because they 
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have inspectors at junction points. If a car is not mak- 
ing the speed it should, there is an inwestigation, the 
result of which is usually an order to hurry that car 
along. 

But that is merely the result of efficient organiza- 
tion, the advantage a company or an individual with 
ample capital has over a company or individual that 
has not capital enough to pursue a follow-up policy. 
Such an organization is able to eliminate overcharges on 
account of repairs and prevent other leaks. 


There is much speculation among those who have 
taken an interest in the basing-point system of making 
rates in the Southeast as to whether the railroads will 
undertake to have the Carrollton, Vienna and Lagrange 
orders set aside, and, if so, on what ground. Judge 
Clements’ decision specifically says there is no justi- 
fication “now” for the system of adding high arbi- 
traries to the through rate to the basing point for the 
haul beyond. That limitation, in effect, admits that 
when the railroads were built to haul goods beyond the 
points to which they could be brought by boat there 
was full justification for the imposition of what amounted 
to a full local from beyond the point where the water 
carriage came to an end. In effect, the decision is 
that, notwithstanding the fact that the haul between the 
basing point and the non-competitive point beyond was 
once a local haul, so to speak, it has now become, in 
effect, merely part of a through haul; that in the ab- 
sence of proof that the haul to the basing point is on 
a rate that is not remunerative there must be a greater 
bowing to the principle of rate making that the longer 
the haul the lower the rate per ton per mile than there 
has been. There is nothing in the opinion that re- 
quires the carriers to reduce the rate per mile to the 
non-competitive point to the thinness of tissue paper, 
but apparently it is the purpose of the Commission to 
forbid the longer maintenance of properly constructed 
rates to the basing points and then the addition of an 
arbitrary so thick as to be to the rest of the rate as a 
piece of two-inch planking would be to a piece of cigar 
boxboard. 


Speculation as to the time when it will be possible 
for the Commission to produce anything in the way. of 
physical valuation work that will necessitate public 
hearings runs to the conclusion that it will be more 
than a year before issue will be joined between the 
Commission and any carrier necessitating the taking of 
oral testimony to controvert or modify any conclusion 
the Commission may have reached. Of course it will 
probably be four of five years before any tentative valua- 
tion is used in the making of a rate in such a way as 
to bring the work of the Commission into any court. It 
took Judge Sanborn’s master in chancery more than 
two years to make his valuation of the property con- 
cerned in the Minnesota rate cases, and more than five 
years elapsed before the judicial questions raised in 
them got to the Supreme Court for final review. There 
is an impression that if the question of value of any 
property should become vital in any proceeding, the 
effect would be to clarify the subject to such an extent 
that greater progress would be made than is probable 
so long as there is no such impelling force. Thus far 
the work is only in the organizing stage, and it will not 


emerge from that for many months. 
A. E. H. 
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Decisions of Interstate Commerce Commission 


RATES FROM OHIO RIVER 


OPINION NO. 2410 
(28 I. C. C. Rep., P. 173.) 
MAYOR AND CITY COUNCIL Yr VIENNA, GA., VS. 
GEORGIA SOUTHERN & FLORIDA RAILWAY 
CO. ET AL. 
Submitted May 17, 1913. Decided June 16, 1913. 


The present adjustment of rates from the Ohio River crossings, 
from Birmingham, Ala., and from Knoxville, Tenn., found to 
be unjustly discriminatory to Vienna, Ga., and unduly pref- 
erential to Cordele, Ga. 


CASE NO. 5026 


Snodgrass & MacIntyre for complainants. 

N. W. Proctor for Louisville & Nashville Railroad Co. 

R. Walton Moore and C. D. Drayton for Georgia 
Southern & Florida Railway Co., Seaboard Air Line Rail- 
way, Atlantic Coast Line Railroad Co., Central of Georgia 
Railway Co., Mobile & Ohio Railroad Co., Southern Rail- 
way Co., and Illinois Central Railroad Co. 

Report of the Commission. 
CLEMENTS, Commissioner: 

This complaint alleges unjust discrimination against 
Vienna, Ga., and undue preference in favor of Cordele, 
Albany, Americus and Dawson, Ga., in the rates of the 
defendants from points in the North and West. The 
rates to the complaining city are not challenged as un- 
reasonably high and the testimony has reference prin- 
cipally to competition with The complainants 
further allege that it is impossible to successfully conduct 
a wholesale business at Vienna under the present adjust- 
ment of rates. 


Cordele. 


Vienna is in southwest Georgia and is served by the 
lines of the Georgia Southern & Florida and Atlanta, Bir- 
mingham & Atlantic railroads, which meet at that point 
and practically parallel each other to Cordele, a distance 
of 9 and 10 miles via the respective line. The termini 
of the Georgia Southern & Florida are Macon, 56 miles 
north of Vienna, and Jacksonville and Palatka, Fla., the 
former 206 miles from Vienna. The main line of the 
Atlanta, Birmingham & Atlantic extends from Birmingham, 
Ala., and Atlanta, Ga., to Brunswick, Ga. Vienna is 162 
miles from Atlanta, 281 miles from Birmingham, and 
173 miles from Brunswick. These roads intersect at Cor- 
dele, but there is physical connection between them at 
Vienna. On traffic via Birmingham, Atlanta or Macon, 
Vienna is intermediate to Cordele. Vienna’s population 
in 1910 was 1,564, and about 10,000 bales of cotton are 
brought there annually by wagon from the surrounding 
country. Located there are an oil mill, a planing mill 
and two guano factories. 


From the East Vienna is accorded the Cordele rates. 


From the Ohio River crossings, Birmingham, Ala, and 
Knoxville, Tenn., the same rates apply to Cordele, Albany, 


Americus and Dawson. The class rates per 100 pounds 
to those points and to Vienna are as follows: 


1 2 3 4 5 
From Cincinnati, Louisville, 
Evansville, Paducah and 
Cairo to— 
NL akg ines diteb bales 20 0% $1.43 $1.25 $1.12 $0.91 $0.76 $0.¢ 
ee ae ee 1.23 1,07 .96 -78 .65 


ese a em ) 


DS bc thie dadad une o0-0.9 © .96 .89 .70 .58 52 42 
| Eee Se eee -85 .73 .65 .53 42 3 


-1l 16 -05 .05 .10 } 


From Knoxville to— : 
GS a 96 .87 -70 58 16 
SOON idl ng kia ed Skate «00 0.91 .79 71 57 47 37 


From Cincinnati, 
Louisville, Ev- 
ansville, Padu- 
cah and Cairo to 
WOOMGS, .s.5. ass $0.46 $0.34 $0.71 $0.73 $0.69% 
Cordele ..... suk: 42 .33 .29 .60 60 g 





05% Bide ae 


From Birmingham 
to— 
oss: cas. ome 37 .22% 21 51 58 
OO a .28 17 16 .40 .45 


.05 11 13 


From Knoxville 
to— 
Vie@GRE cic. a00.. 8 40 25% 
Cordele .......-. 29 31 2 


09 0 .06% .05 .11 «13 

1Per barrel. 

Rates to Vienna from the Ohio River crossings are 
made by combination on Macon or Cordele, whichever ar 
lower; A are based on the former; t 
others on the latter point. This is in accordance wil 
the system commonly in use in the Southeast of making 
rates to local or noncompetitive points certain differentia's 
or locals higher than rates to common or competitive 
points. The second factors in the Vienna rates are tie 
rates prescribed by the Georgia commission from Maco! 
and Cordele to Vienna. 

The rates from Birmingham are based on the Atlanta, 
Birmingham & Atlantic’s continuous mileage scale or 
combination on Cordele or Macon, whichever are lows 
Classes 1 to 5 are based on the mileage scale, 6 and 4A 
on Macon, and the others on Cordele. From Knoxville 
classes 1, 2, 6 and A are based on Macon; the remainder 
on Cordele. 

The testimony on the application of the carriers ‘¢ 
fendant for relief from the provisions of the fourth s:°¢ 
tion of the amended Act to regulate commerce in conn °c 
tion with existing deviations from the long-and-short-h: ! 
rule was stipulated into this case. The record in dociect 
No. 4345, City of Montezuma, Ga., vs. C. of G. Ry. (0°. 
now before the Commission, was also stipulated here 2. 


classes 6 and 
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The Atlanta, Birmingham & Atlantic made a general 
denial of the unjust discrimination alleged, but was not 
represented at the hearing, nor was brief submitted in 
its behalf. Witnesses for that carrier, which has been in 
t hands of receivers since January 1, 1909, appeared 
at the fourth-section hearings and testified with reference 
to its local interstate rates. It was there stated that it 
was the intention of the Atlanta, Birmingham & Atlantic 

eliminate in those rates practically all deviations from 
long-and-short-haul clause, the exceptions eastbound 
ng rates from Birmingham to certain points on its 
cuitous route to Atlanta, and rates to Brunswick, which, 
owing to water competition, are lower than to intermedi- 
points. The general basis proposed from Birmingham 
is its interstate mileage scale, observing as maxima At- 
lanta rates to stations Abbottsford, Ga., to Manchester, 
Ga., inclusive; Cordele rates to points east of Manchester 
Cordele; Fitzgerald rates to points east of Cordele to 
tzgerald; and the latter rates or combination on Bruns- 
ck, whichever are lower, to stations between Fitzgerald 
and Brunswick. From this it is evident that it is the 
tention of that carrier to eliminate the discrimination 
plained of in the Birmingham rates; and its desire to 
eliminate long-and-short-haul deviations, with the excep- 
tions noted, in connection with all interstate traffic, its 
traffic manager expressing willingness to accept to local 
ints the divisions at present received to the next more 
distant common or competitive point. This would 
the effect of dividing the line into blocks, or groups, thus 
securing to local or noncompetitive points the benefit of 
competition to the more distant common point. This car- 
rier was responsible for the reduction in the Vienna rates 
from the East to the Cordele basis. 


have 


The other defendants seek to justify the discrimination 
favor of Cordele on the ground that the existing rates 
) that point were established or forced by the action of 
Savannah, Americus & Montgomery Railroad 
(afterwards the Georgia & Alabama Railroad and now a 
part of the Seaboard Air Line Railway), following the 
decision of the Commission in the case of Hil] & Bro. vs. 
N., C. & St. L. Ry., 6 I. C. C., 343, in which was condemned 
the application of higher rates from Nashville, Tenn., to 
Cordele than to Americus and Albany, Ga. It is stated 
that there was opposition to the reductions proposed, but 
hat the Savannah, Americus & Montgomery insisted upon 
establishing the Americus basis and agreed to accept on 
Cordele traffic the proportions it received to Americus; 
that the Georgia Southern & Florida met those reduc- 
tions, and when the Atlanta, Birmingham @ Atlantic was 
constructed it published the rates in effect via the older 
In other words, the contention is that the carriers 
erving Vienna were not in any way responsible for the 
ower scale applying to Cordele, and that the action of the 
Savannah, Americus & Montgomery created compelling 
competition at that point which did not then, and does not 
)w, exist at Vienna. It is also argued that the construc- 
ion of the Atlanta, Birmingham & Atlantic did not shorten 
the distance from Cincinnati and Louisville to Vienna, 
he short line still being via Atlanta and Macon. 


the old 


line, 


The distance from Atlanta to Vienna via the two-line 
aul of the Southern and Georgia Southern & Florida 
ailways is 18 miles less than via the Atlanta, Birmingham 

Atlantic direct. The short line from Cairo is via Bir- 
ningham, and from the latter point the line of the A., B. 

A. is slightly longer than routes formed by three or 
nore carriers. 


THE TRAFFIC WORLD 


“at any 


365 


The basing or common-point system of rate making 
in the Southeast has been fully discussed in previous 
cases. Board of Trade of Dawson vs. C. of Ga. R. R., 8 
I. C. C., 142; Mayor & Council of Tifton vs. L. & N. R. R. 
Co., 9 I. C. C., 160. 


In Chamber of Commerce of Ashburn, Ga., vs. G. S. 
& F. Ry. Co., 23 I. C. C., 140 [Traffic World, April 27, 1912, 
p. 816], the Commission held that rates from eastern 
cities, Ohio and Mississippi River crossings and the West 
to Ashburn should not exceed those to Tifton. Ashburn is 
located at the intersection of the Georgia Southern & 
Florida and Gulf Line railways, 20 miles from either 
Cordele or Tifton, and the rates thereto were made by the 
addition of arbitraries to the Macon, Cordele or Jack- 
sonville rates. The lowest combination resulted in rates 
higher than to Cordele and Tifton as follows: 
a ae oo en ee ee ee ee a ey 


Cordele 23 20 18 15 12 12 11 7 6 15 14 

Tifton 6 6 6 6 E 5 8 5 4 5 10 

The present rates to Ashburn and Tifton from Ohio 
River crossings are: 

2 3 4 6 \ > =... he F 

70 62 


124 110 90 74 59 44 45 35 31 


In disposing of that case the Commission said: 


Defendants allege that the rates to Cordele, Tifton, Fitz- 
gerald, Albany and other basing points which enjoy lower rates 
than are accorded to Ashburn, have been depressed by com- 
petitive forces beyond the control of the carriers that serve 
Ashburn, or by decisions of this Commission. They contend 
that the Georgia. Southern & Florida had a legal right to meet 
the rates that were established at Cordele and Tifton by other 
earriers, and which it could not control, without reducing its 
reasonable rates to Ashburn where the circumstances and con- 
ditions are dissimilar to those at Cordele and Tifton. The 
answer to this is that the lines which originally established 
some of these lower rates did not and do not control the rates 
of these basing points except by concurrence and co- 
operation of their connections. The lines which reach Ashburn 
and the lines which reach the other basing points join with each 
other in joint through rates to those several points. And, as 
will later appear, the Georgia Southern & Florida was a party 
to the establishment of the lower rates to Tifton. 

The contention stated is presented in this case also 
and might be answered in the same vein, for while it is 
argued that the old Savannah, Americus & Montgomery 
was responsible for the lower rates to Cordele, that car- 
rier did not reach any of the crossings on the Ohio or 
Mississippi and could not establish rates therefrom to 
Cordele without the concurrence of the trunk lines which 
participate in Vienna traffic. None of the lines serving 
Vienna reaches crossings on either of the two rivers, but 
in that respect Cordele’s situation is not different; the 
lines reaching both places connect with all of the prin- 
cipal trunk lines serving the Southeast. While it is true 
that the construction of the Atlanta, Birmingham & Atlan- 
tic did not shorten the distance from any of the Ohio or 
Mississippi River gateway, either Vienna or Cordele may 
reach Atlanta or Birmingham, through which the great 
majority of the traffic from the Ohio River crossings 
moves, by a one-line haul instead of over routes com- 
posed of two or three carriers, and may therefore reach 


the Ohio or the Mississippi River by a two-line haul. 


Upon the whole record we find that the present rate 
adjustment from the Ohio River crossings, Birmingham 
and Knoxville, is unjustly discriminatory against Vienna 
and unduly preferential to Cordele, and that the defend- 
ants should be required to establish from those points 
rates to the one not higher than to the other. An order 
will be entered accordingly. 

No complaint is made because of deviations from the 
long-and-short-haul provision of the fourth section of the 
amended Act to regulate commerce, and the order herein 
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is without prejudice to any action the Commission may 
take upon the defendants’ application for relief. 





ORDER. 

This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by the 
parties, and full investigation of the matters and things 
involved having been had, and the Commission having, 
on the date hereof, made and filed a report containing its 
findings of fact and conclusions thereon, which said report 
is hereby referred to and made a part hereof; and the 
Commission having found in said report that in main- 
taining from Cincinnati, Ohio, and other Ohio River cross- 
ings from Birmingham, Ala., and from Knoxville, Tenn., 
rates to Vienna, Ga., higher than those contemporaneously 
in effect to Cordele, Ga., from the same points of origin, 
defendants are subjecting complainants and shippers of 
Vienna, Ga., to undue and unreasonable prejudice and 
disadvantages: 

It is ordered, That the above-named defendants, ac- 
cording as their various lines or routes may run, be, and 
they are hereby, notified and required, on or before Nov. 
1, 1913, to cease and desist from said undue and unrea- 
sonable prejudices and disadvantages. 


It is further ordered, That said defendants, according 
as their various lines or routes may run, be, and they are 
hereby, notified and required to establish, on or before 
November 1, 1913, upon notice to the Interstate Commerce 
Commission and the general public by not less than thirty 
days’ filing and posting in the manner prescribed in sec- 
tion 6 of the Act to regulate commerce, and for a period 
of two years after the said Nov. 1, 1913, to maintain and 
apply to said transportation, rates which will prevent 
and avoid the aforesaid undue and unreasonable prejudices 
anc disadvantages. 


DISCRIMINATE AGAINST LAGRANGE, GA. 


CASE NO. 5080. OPINION NO. 2411. 
LAGRANGE CHAMBER OF COMMERCE VS, ATLANTA 
& WEST POINT RAILROAD COMPANY ET AL. 


Submitted June 1, 1913. Decided June 16, 1913. 

The present adjustments of rates from the Ohio and Mississippi 
River crossings found to be unjustly discriminatory to La- 
grange, Ga., and unduly preferential to Opelika, Ala. 
Hatton Lovejoy for complainant. 

R. Walton Moore and Charles D. Drayton for Atlanta 
& West Point Railroad Company, Western Railway of 
Alabama, and others. 

N. W. Proctor for Louisville & Nashville Railroad 
Company. 

Claudian B. Northrop for Southern Railway Company. 

Report of the Commission. 

CLEMENTS, Commissioner: 

In this complaint it is alleged that class and com- 
modity rates from Ohio and Mississippi River crossings 
to Lagrange, Ga., are unreasonable, in violation of section 
1 of the act to regulate commerce, unjustly discriminatory, 
and unduly prejudicial to Lagrange as compared with rates 
from the same points to Atlanta, Ga., and Opelika, Ala., 
in violation of section 3, and in contravention of the long- 
and-short-haul rule of the fourth section. It is further al- 
leged that this discrimination prevents the legitimate 
growth of Lagrange because of its inability to secure the 
location there of manufactories and jobbing houses, which, 
under the present adjustment of freight rates, cannot suc- 
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cessfully compete with those at other points in the s: 
section. 

There was stipulated into the record the testimon 
the applications of the various southern carriers for 
lief from the operation of the long-and-short-haul provis 
of the amended fourth section of the act. 


Lagrange is in western Georgia, 71 miles from Atlanta, 
104 miles from Montgomery, and 166 miles from Birming- 


ham. It is the junction of the Atlanta & West Point and 
the Atlanta, Birmingham & Atlantic railroads, and 
western terminus of the Macon & Birmingham Railroad 


Opelika is in eastern Alabama, 38 miles from Lagrang: 
109 miles from Atlanta, 66 miles from Montgomery, and 
129 miles from Birmingham. It is served by the Central o 
Georgia Railway and by the Western Railway of Alabama 
which connects with the Atlanta & West Point at West 
Point, Ga., and forms the short route between Atlanta and 
Montgomery. 


The approximate short-line distances from the Ol 
and Mississippi River crossings to the points named and 
to Atlanta are as follows: 


To To To 
Lagrange. Opelika. Atlanta 
From— Miles. Miles. Miles 
Deer CormeOme, EM. cick dec cccccccccscnss 422 384 19 
SOD a odo cicvsecnwesecthne® 417 380 $17 
Sn TG b.0nedee-e nguatiswpeeetneeke 496 459 485 
i MO . ot ee eas Ebene Oates 509 523 4 
Evansville, Ind. neknpé elated 504 493 $ 
SE, GUUUUD go éd's 2 osdadcnccleddes sae 533 571 174 


The mileages shown to Lagrange from Cincinnati 
Louisville and Evansville, and to Opelika from Cincinnati 
are through Newnan, Ga., the Atlanta routes being 
miles longer. 

From New Orleans the short line to all three points is 
through Montgomery, and via this route Opelika is inte: 
mediate to Lagrange and the latter to Atlanta. From Cin- 
cinnati through Atlanta or Newnan, Lagrange is interme- 
diate to Opelika. The short routes from Memphis to the 
three points are through Birmingham, and from that point 
the line of the Central of Georgia to Opelika is 37 miles 
shorter than the short line to either Atlanta or Lagrange 
the latter two being equidistant. From Cairo the short 
routes to Lagrange and Opelika are through Birmingham. 
From Louisville and Evansville the short routes to Opelika 
are through Birmingham, while those to Lagrange are 
through Newnan, the difference being 14 miles in favor of 
Lagrange from Louisville and 11 miles in favor of Opelika 
from Evansville. 


The population of Lagrange in 1910 was 5,587; Opelika, 
4,754. Since the taking of that census additional factories 
have been opened and it is estimated by complainant that 
in the city and its immediate vicinity there are over 9,000 
people. This increase is said to be due to the establis! 
ment of cotton mills, cotton, fertilizer and fertilizer ma 
terials being the only commodities of general use on whic 
Lagrange has through commodity rates from the wes 
and on which it is not at a disadvantage compared wit! 
neighboring common points. With the exception of Rom: 
and Columbus, Lagrange is the largest point in wester! 
Georgia and is the largest point on the West Point rout« 
between Atlanta and Montgomery. It is surrounded by 4 
farming territory. Of the inbound freight about 75 pe! 
cent comes from the West, and the greater part of thi 
consists of carload shipments of hay, grain, grain prod 
ucts, meat and packing-house products, which are i! 
classes B, C, D and F, the rates thereon being made on 
Atlanta combination. It is largely on the rates on thes¢ 
commodities that this complaint is based, they being ne 
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essities of life and constituting a large part of the pro- 
ce handled by wholesale dealers at distributing points. 

The class rates from the various crossings to the 
ree points named are as follows: 


CLASS RATES IN CENTS PER 100 POUNDS. 
A ae 
Atlanta from— 
incinnati 
ajuisville 
‘vansville 
Paducah 
airo 
\lemphis 
New Orleans 
Vicksburg 
To Lagrange from 
Cincinnati é 8 72 56 42 
ouisville : d b 42 £ 
WMT OEEO cw acces ett van ; 2 56 42 [ 
PaGtGGe <o0 00 cbc eae teen ‘ ; 2 56 42 & 
A idle 6D ne 2.62 ce ‘ § 72 56 42 £ 
Memphis é f f 58 52 38 
New Orleans : f 8 52 38 
Vicksburg ‘ 84 68 52 38 
To Opelika from 
‘incinnati 
Louisville 
Evansville . Ss 65 5 
POSE oo 4a és 108 7% 81 65 £ 
Cairo 65 £ 
Memphis 61 50 
New Orleans ... . 9 61 50 
Vicksburg ee } 61 50 
1Per barrel. 


28 36 2: 
28 36 28 
38 36 28 
28 36 
24 3: 
24 3: 


md 9 9 9 29 
> ee ODDO OOH 


32 40 t 
28 38 3 26 50 5% 
28 38 ¢ 26 50 5B: 
28 38 50 50 5: 
28 38 : 5 oO 5O BS 
24 34 3 22 46 
24 34 3 46 
24 34 26 é 5 46 


CWS tI Www We 


WOO >» hm 


The class rates from the Ohio and Mississippi River 
crossings to Lagrange are therefore higher than to Atlanta 
and Opelika by the following amounts: 

2 S 4 4 2 A.B DEH F 

: 29 25 2015 1415 9% 25 19 

Opelika: 
From 


Cincinnati..... 21 19 16 le 5% E ¢ 1 
1 ¢ 2% 


4 


11 
From other crossings 31 29 26 23 18 1: 


The basis of rate making to Lagrange is that common- 
ly in use to noncompetitive points in the Southeast; that 
s, the lowest combination on nearby competitive points. 
in the case of Lagrange the lowest combinations are gen- 
erally on Atlanta, the exceptions being classes 2, 4, A and 
H, which base on Opelika. 

Under the relative adjustment in existence since the 
Cooley award, rates from all of the Ohio River crossings 
to Atlanta and Lagrange are equalized as between cross- 
ings, and New Orleans and Memphis take rates 4 cents per 
100 pounds lower on all classes. The adjustment to Opel- 
ika is somewhat similar, New Orleans and Memphis hav- 
ing the 4-cent differential under Cairo, but Cincinnati 
taking rates higher than the other Ohio River crossings 
by the following differentials: 


Class .. iene 2 3 4 


Differential Sodsue 10 10 8 


The combinations on which Lagrange rates from 


Memphis and New Orleans are made are shown Delow: 


 @ : f ae cpDEAy 
From Memphis or New 
Orleans to 
Atlanta ee 74 
CREE. Gt « Cagd-w nw dpe: tae 77 
To Lagrange from 
EL. cceceskaieece Oe ul aes 
Opelika co ORD RP SP ds te satan aa as Oe 


Through rate 30 115 103 6S 29 64 69 59 
'Per barrel. 
A similar statement from the Ohio River crossings 
would be made by the addition of 4 cents per 100 pounds (8 
cents per barrel on class F) to the rates to the basing 
points and consequently to the totals. 

To illustrate the disadvantages under which Lagrange 
s laboring as compared with Atlanta and Opelika, it was 
\estified by a witness for the only wholesale establishment 
in Lagrange that his company usually ships 150 barrels of 
flour in a ear, and from any one of the Ohio River cross- 


ings, New Orleans, or Memphis, it pays on such a car 
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$28.50 more freight than its Atlanta competitors. The 
carrier earnings on a similar car to Lagrange from Mem- 
phis, New Orleans, or the lower Ohio River crossings, are 
22.50, and from Cincinnati $16.50 greater than to Opelika. 
Flour takes class F, and the rates to Lagrange are made 
in the usual manner, by the addition to the Atlanta rates 
of the full local of 19 cents per barrel. 


It is pointed out by defendants that Lagrange secures 
the benefit of commodity rates to Atlanta, Opelika and 
Montgomery, as through rates to it are made by combina- 
tion of such commodity rates and the local class rates be- 
yond; and that the relative adjustments between crossings 
are maintained in these commodity rates on all articles on 
which there is competition from or through the various 
crossings. On sugar from New Orleans and Memphis, At- 
lanta and Opelika are accorded a commodity rate of 23 
cents, while Lagrange has to pay in addition the local 
class rate of 15 cents from Atlanta. 


Opelika is the only point between Atlanta and Mont- 
gomery to which through rates from the crossings are 
not made on combination; it is accorded the Columbus, 
Ga., rates. With the exception of Gabbettville, 9 miles 
from Lagrange, which is 1 cent higher on several classes, 
Lagrange is the highest rated point between Atlanta and 
Montgomery. 


On the Atlanta, Birmingham & Atlantic several points 
south of and more distant than Lagrange have lower 
rates. Montezuma, Ga., 93 miles beyond Lagrange, and 
served also by the Central of Georgia, has a rate of $1.28, 
first class, from the Ohio River, and Cordele, 124 miles be- 
yond and served also by the Georgia Southern & Florida 
and Seaboard Air Line railways, a first-class rate of $1.23. 
Complaints from Montezuma and Vienna, Ga., the latter 9 
miles north of Cordele and taking a first-class rate of 
$1.43 from the Ohio River crossings, of unjust discrimina- 
tion in favor of Cordele and other contiguous points, have 
been heard and are now submitted. 


The answer of the Atlanta, Birmingham & Atlantic and 
its receivers contained the following: 


These defendants, without undertaking to admit or to deny 
the allegations of the complaint, show to the Commission that 
previous to the filing of this complaint these defendants under- 
took to adjust rates from Ohio and Mississippi River crossings 
in the west to Lagrange, Ga., on the Atlanta basis: but owing 
to the fact that its rails do not extend to the western gateways 
and to the further fact that the connecting lines were unwilling 
to participate on such basis, such adjustment could not be 
accomplished. 

Prior to the extension of its line to Lagrange the At- 
lanta, Birmingham & Atlantic entered into a contract to 
give to that point Atlanta rates in consideration of cer- 
tain rights of way, etc., but it appears from the testimony 
in the fourth section hearings that those rates from the 
East were established not only to Lagrange, but to Vienna 
and Manchester, Ga., and the Opelika rates to Roanoke, 
Ala., the object being to establish points of distribution 
with rates as favorable as those applying to contiguous 
points on other lines in order to secure a portion of the 


through traffic to this section. 


It further appears from the fourth section hearings 
that it is the desire of the Atlanta, Birmingham & Atlantic 
to eliminate as largely as possible violations of the fourth 
section in connection with its through interstate traffic, 
and its intention to do so on its local interstate traffic, 
the exceptions being on traffic to and from Brunswick, 
Ga., the rates to which are affected by water competition, 
and between Birmingham and Atlanta, its line being very 
circuitous. This would in effect block or group the points 
on this line, which is willing to accept to local points the 
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divisions accruing to more distant common or basing 
points. 


The other defendants denied the allegations both of 
inherent unreasonableness and unjust discrimination, and 
presented numerous exhibits comparing the rates to La- 
grange with those to other points in the same section. 
They contend that the Opelika rates are unusually and 
abnormally low and should not be used as a measure of 
reasonableness under section 1; and seek to justify the 
discrimination in rates as not being unjust or undue 
by reciting the history of the adjustments to all of the 
points involved, alleging that competitive conditions at 
Atlanta and Opelika are substantially dissimilar to those 
at Lagrange; that the carriers serving Lagrange are not 
responsible for the lower adjustments to the former points; 
and that the construction of the Atlanta, Birmingham & At- 
lantic established no new competitive conditions, but 
merely afforded an additional terminal line from the west. 
The conditions which led to the Cooley adjustment of 
1886, under which certain relations of rates between the 
Ohio and Mississippi River crossings to the Southeast 
were established and have since been maintained, were 
recited in testimony and in briefs. 

The history of these adjustments, both with reference 
to the relation of rates from the various crossings and 
the lowering of the Atlanta rates from time to time, has 
been several times referred to by the Commission in other 
eases. Receivers & Shippers’ Association of Cincinnati 
vs. C. N. O & T. P. Ry. Co., 18 I. C. C., 440 [Traffic World, 
May 28, 1910, p. 682]; Morgan Grain Co. vs. A. C. L. R. 
R. Co., 19 I. C. C., 460 [Traffic World, Nov. 12, 1910, p. 
685]. Rates to Atlanta from both the East and the West 
are now involved in cases before the Commission and 
are defended not only therein but in connection with ap- 
plications for permission to continue existing deviations 
from the long-and-short-haul provision of ehe fourth sec- 
tion. 

Prior to 1884, rates froin the crossings to both Opelika 
and Columbus were made on basis of combination on 
Montgomery, but in December, 1883, Columbus was put 
on the Macon basis from the West, it being alleged that 
this action was necessary in order to enable the rail lines 
through Montgomery to meet the competition of the 
water lines to Columbus and of the rail lines to Macon, 
a rival distributing point. Subsequent to this reduction an 
investigation of the Opelika rates was made by the Rail- 
road Commission of Alabama, which was of the opinion 
that the rates to Opelika from the West should not ex- 
ceed those to Columbus, a point 28 miles more distant. 
The railroads compromised by the establishment of rates 
higher than those to Columbus by the amount of the so- 
ealled “Ball arbitraries,” suggested by a member of the 
Alabama commission in his disenting opinion. These rates. 
which were established on March 6, 1885, were not satis- 
factory to the people of Opelika, and complaint was filed 
with this Commission alleging discrimination against that 
point and in favor of Montgomery and Columbus. This 
Commission found the unjust discrimination under section 
3, as alleged, but declined to grant relief, suggesting that 
if the complainants desired to proceed further they amend 
their petition so as to either set out the facts on which they 
claimed for themselves lower rates than were accorded 
intermediate towns or to ask for a strict enforcement of 
the long and short haul provision as against Montgomery 
and Columbus. Harwell vs. C. & W. R. R. Co., 11. C. C., 
236. No further action, however, was taken by complain- 
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ants: but following the Commission’s decision, the Opeliia 
rates were reduced to the Columbus basis, effective Ja: 
ary 15, 1888. Correspondence between officials of the 
lumbus & Western, Louisville & Nashville, and other ra 
ways is submitted as proof that the Louisville & Nas 
ville strongly opposed any reduction to Opelika and t! 
the one made was the result of the action of the ( 
lumbus & Western, now a part of the Central of Georg 
Railway. There is no proof or showing as to the li! 
or lines which joined in the establishment of these rates 
The Columbus & Western did not reach Birmingham 
the time of the reduction, but entered it on July 1, 1888. 

The contention of the defendants that competitive cor 
ditions at Opelika and at Lagrange are substantially dis 
similar is based on the inability of the Atlanta, Birming 
ham & Atlantic to contro] rates from the various crossings 
to the latter point and the fact that no carrier reachin 
Opelika also reaches Lagrange. It is true that the At- 
lanta, Birmingham & Atlantic was constructed through 
this territory after competitive conditions had become mor 
or less settled and that, without the concurrence of one 
or more of its connections, it cannot establish to Lagrange 
the through rates which it thinks that point entitled to 
but it should be borne in mind that the lines of the Central 
of Georgia do not reach any of the crossings and that th: 
present rates to Opelika were established by concurrenc: 
of the same carriers which participated in the Lagrang: 
traffic. And it is no answer to a charge of unjust dis 
crimination to show that the adjustment to the lower rated 
point was made years ago and has since been maintained 
for it cannot be said that the favored point thereby se 
cured rights superior to those of a point now similarly 
situated from a transportation standpoint, but which at 
the time of the adjustment aforesaid was local or non 
competitive. 

Nor is there merit in the contention of the defendants 
that because no carrier reaching Opelika also reaches La 
grange there is no discrimination against Lagrange forbid 
den by the act, for it is not essential that a carrier actually 
reach a point in order to engage in its traffic. The Atlanta 
& West Point and Western of Alabama railways have the 
same officers and are operated as one line; they connect 
and form through routes through Montgomery, Atlanta and 
other points, and the carriers generally serving the South 
east join in through rates and routes to both Lagrang' 
and Opelika in connection with one or both of the roads 
named and in connection with either or both the Centra! 
of Georgia and Atlanta, Birmingham & Atlantic. Th: 
Central of Georgia itself concurs in tariffs naming rates 
to Lagrange. 

The conditions of transportation and competition whic! 
brought about the lower adjustment of rates to Atlanta 
as heretofore stated, have been discussed in other cases be 
fore the Commission; they are not substantially similar t 
those existing at Lagrange, and will be considered in con 
nection with existing deviations from the provisions 0! 
the fourth section on traffic from New Orleans and othe 
points through Montgomery. The justification for th: 
latter can be more broadly and comprehensively considere: 
on the testimony presented by the carriers on their applica 
tions to maintain lower rates to Atlanta than to Lagrangé 
and Opelika and lower rates to the latter points than t 
intermediate noncompetitive points. No finding on this 
feature of the complaint will now be made, and the orde! 
herein made under section 3 is without prejudice to an) 
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ion the Commission may take upon the defendants’ ap- 
cations for relief under the fourth section. 

Upon the facts, circumstances and conditions shown 
record we are of the opinion that the present adjust- 
nt of rates is unjustly discriminatory and unduly preju- 
‘ial to Lagrange, and that from Cincinnati, O., the rates 
Lagrange should not exceed those to Opelika; that 
ym the other Ohio River crossings and from Memphis, 

enn., and New Orleans, La., the rates to Lagrange should 
t exceed those to Opelika by amounts greater on the 
rious classes than the following: 
5 aa | Cc. 3. BR. 
.  -. 2 ae! eae. 
This finding applies not only to class but to commodity 
ates. Lagrange should, be accorded the benefit of com- 
ity rates from Cincinnati not higher than those con- 
rrently in effect to Opelika, and from the other cross- 
ngs not higher than those to Opelika by amounts greater 
an the difference between the class rates to Opelika 
vhich would be applicable in the absence of commodity 
rates and corresponding class rates to Lagrange. 
An order will be entered accordingly. 
This case being at issue upon complaint and answers 
n file, and having been duly heard and submitted by the 
irties, and full investigation of the matters and things 
nvolved having been had and the Commission having, on 
the date hereof, made and filed a report containing its 
findings of fact and conclusions thereon, which said re- 
port is hereby referred to and made a part hereof; and 
the Commission having founu in said report that in main- 
taining from Cincinnati, O., rates to Lagrange, Ga., higher 
than those contemporaneously in effect to Opelika, Ala., 
from the same point of origin; that in maintaining to La- 
grange, Ga., from Louisville, K., and other Ohio River 
crossings except Cincinnati, O.; from Memphis, Tenn., and 
from New Orleans, La., class rates higher (in cents per 
100 pounds) by— 
D. EB... F 
oh ole wae 
than their contemporaneous class rates to Opelika, Ala., 
from the same points of origin; and that in maintaining 
on articles moving under commodity rates to Opelika rates 
from the latter Ohio and Mississippi River crossings to 
Lagrange, Ga., higher than their contemporaneous rates 
to Opelika, Ala., from the same pc'!nts of origin by 
amounts in excess of the difference between the class 
rates to Lagrange and the class rates to Opelika which, 
the absence of commodity rates to the latter point, 
would be applicable to said articles of traffic, defendants 
are subjecting complainant and shippers of Lagrange, Ga., 
) undue and unreasonable prejudices and disadvantages: 
It is ordered, That the above-named defendants, ac- 
ording as their various lines or routes may run, be, and 
they are hereby, notified and required to cease and desist 
n or before November 1, 1913, from said undue and un- 
easonable prejudices and disadvantages. 


It is further ordered, That said defendants, according 
is their various lines or routes may run, be, and they are 
iereby, notified and required to establish, on or before 
November 1, 1913, upon notice to the Interstate Commerce 
‘ommission and the general public by not less than thirty 
lays’ filing and posting in the manner prescribed in sec- 
ion 6 of the act. to regulate commerce, and for a period 
‘f two years after said November 1, 1913, to maintain and 
ipply to said transportation, rates which will prevent and 
ivoid the aforesaid undue and unreasonable prejudices and 
lisadvantages. 
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PAPER RATES DISCRIMINATE 


OPINION NO. 2412 

(28 I. C. C. Rep., P. 186.) 

ATLANTA JOURNAL CO. ET AL. VS. SEABOARD AIR 

LINE RAILWAY ET AL. 

NO. 4961 (SUB-NO. 1). CONSTITUTION PUBLISHING 
CO. ET AL, VS. CENTRAL OF GEORGIA RAILWAY 
CO. ET AL. 

NO. 4961 (SUB-NO. 2). GEORGIAN CO. ET AL. VS. 
CENTRAL OF GEORGIA RAILWAY CO. ET AL. 


Submitted May 17, 1913. Decided June 16, 1913. 


1. The rates on news print paper from Bellows Falls, Vt., 
Franklin and Berlin, N. H., and Fort Edward and Brown- 
ville, N. Y¥., to Atlanta, Ga., not found to be unreasonable, 
in violation of section 1 of the act to regulate commerce, or 
unjustly discriminatory as compared with rates on wrapping 
paper from the same points of origin, in violation of sec- 
tion 3. 

2. The question whether unjust discrimination exists against 
Atlanta and in favor of Chattanooga, Tenn., as alleged, re- 
served pending decision in the case of Atlanta Freight Bu- 
reau vs. S. Ry. Co., docket N, 4637. 


CASE NO, 4961 


Wimbish & Ellis for complainants. 
R. Walton Moore and Charles D. Drayton for de 


fendants. 
Charles H. Blatchford for the Boston & 


road. 


Maine Rail- 


Report of the Commission. 
CLEMENTS, Commissioner: 

These complaints, brought by corporations engaged 
in the publication of newspapers at Atlanta, Ga., allege 
that Atlanta is unjustly discriminated against in that 
more favorable rates are applicable to Chattanooga, Tenn., 
than to Atlanta for the transportation of news print paper 
from certain points in New England; also that the peti- 
tioners are unjustly discriminated against in that lower 
rates are accorded for the transportation of wrapping 
paper than for news print paper from the same points 
to Atlanta. The news print paper rates are also alleged 
to be unreasonable, in violation of section 1 of the Act 
to regulate commerce. Reparation is asked. 

The points or origin specified are Bellows Falls, Vt., 
Franklin and Berlin, N. H., and Fort Edward and Brown- 
ville, N. Y., and the rates challenged are the rail-and- 
water rates from all of these points and the rail rate 
from Berlin. 

Via rail Chattanooga is 29 miles less distant than 
Atlanta from the points named and from eastern port 
cities; via the short-line ocean-and-rail routes through 
Savannah and Charleston, Atlanta is intermediate to 
Chattanooga and 138 miles less distant; via ocean-and-rail 
through Norfolk, Atlanta is 54 miles less -distant. The 
actual ocean-and-rail distances are greater than via rail, 
but prorating arbitraries of 250 miles from New York to 
Savannah and Charleston, 300 miles from Boston to those 
ports, and 160 miles from New York to Norfolk are used. 
The distance figured on this basis is called the constructive 
mileage and will hereinafter be so referred to. 

The short line from Savannah to Atlanta is over the 
Seaboard Air Line, Macon, Dublin & Savannah and South- 
ern railways, 260 miles. Of these carriers only the latter 
is a party to the complaints involving the ocean-and-rail 
rates; and the Western & Atlantic, the short line from 
Atlanta to Chattanooga, is not a party to any of the 
complaints. The route of the Central of Georgia and 
Southern railways is 279 miles, and that of the Central 
of Georgia alone, 294 miles. The short line from Sa- 
vannah to Chattanooga is through Atlanta, 398 miles, but 
via the route of the Central of Georgia, which is 450 miles, 
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Atlanta is not intermediate. The constructive rail-and- 
ocean mileages via Savannah and the short-line rail mile- 
ages from the points of origin involved to Atlanta and 
Chattanooga are approximately as follows: 

To Chattanooga. 
Rail, 

ocean All 
rail. 


To Atlanta. 
Rail, 
ocean All 

From— and rail. rail. and rail. 
Berlin, N. H. 789 1,142 927 1,113 
Franklin, N. 656 1,089 794 1,060 
Bellows Falls, Vt. 674 1,001 812 972 
Fort Edward, N. Y 707 981 845 952 
grownville, N. Y 1,108 985 1,077 

A large part of the shipments on which reparation 
is asked moved through the port of Charleston, and the 
distance therefrom to Atlanta is 309 miles. 

The rates applicable on news print paper to Atlanta 
and Chattanooga are class A, Southern Classification. To 
Chattanooga these rates apply also on wrapping paper in 
rolls 20 inches and over in diameter. To Atlanta com- 
modity rates on the latter equal, via the rail-and-water 
routes, to the class A rates to Chattanooga, are published. 
The rates to Chattanooga via the all-rail and the rail-and- 
water routes are the same, but to Atlanta there are differ- 
between the routes, as will hereinafter be ex- 


The rates are as follows: 


entials 
plained. 


To Chatta- 


To Atlanta. nooga. 


Commodity, wrap- 


Class A. ping paper. Class A. 


All rail 
and 
Rail Rail rail 
All and and and 
From—— water. water. water. 
jerlin, N. H. é 42 ¢ 38 38 
Franklin, N. : 40 3 36 36 
Bellows Falls, Vt... 40 373 36 36 
Fort Edward, N. ¥ 40 37 36 36 
sgrownville, N. Y : 40 37 36 36 
The first-class ocean-and-rail rate from Boston and 
New York to Atlanta is $1.05; class A, 36 cents. From 
eastern port cities the differentials between the all-rail and 
the ocean-and-rail routes are as follows: 
2 3 4 
Differential ........ 12 10 9 8 


The all-rail rates are therefore $1.17 first class, and 41 


cents class A. 


These differentials are the result of competition be- 
tween the ocean carriers and the trunk lines for control 
of traffic from eastern ports and interior eastern points 
to the Southeast. The water carriers were unable to 
establish the same scale from interior points, due to the 
refusal of the eastern rail line to join in through rates 
with them; and as it was necessary, in order to secure 
a portion of the traffic, to establish rates lower than 
were applicable via the all-rail routes, tariffs naming rates 
therefrom were published without the concurrence of the 
rail lines to the eastern ports, the latter being paid their 
full locals. The differentials from the interior are on 
the following scale: 


A 
l 


All-rail rates to the Southeast from 
east of the Buffalo-Pittsburgh line are made with reference 
to the specifics of the trunk lines to the Virginia cities; 
and as the specifics from all of the points here in question 
with the exception of Berlin, which is 2 cents higher, are 
the same as from the ports, they take the 4l1-cent rate 
to Atlanta. As above stated, the differential between 
routes is 1 cent on class A, and therefore the rail-ocean- 
and-rail rates are 40 cents from all of the points of origin 
involved except Berlin, and from that point 42 cents. 


From eastern ports the ocean-and-rai] rates through 


interior points 
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Norfolk to Chattanooga are the same as those to Atlan 
through Savannah or Charleston. This parity has be: 
maintained for many years, and was due to the policy « 
the Norfolk & Western and the old Tennessee & Georg 
Railroad (afterwards the East Tennesee, Virginia 
Georgia Railroad and now a part of the Southern Railwa 
system), neither of which had any interest in Atlant 
traffic from the East. The rates thus established wer 
met by the lines leading through Charleston and Savanna! 

Likewise, because of the policy of the Cincinnati 
New Orleans & Texas Pacific Railway and other Ohio 
River lines, no differentials are made between the all-rai! 
and the rail-and-water routes to certain territory in th 
South, including Chattanooga; consequently, while ther: 
is a 5-cent differential on class A from Boston to Atlanta 
the rates all-rail and rail-ocean-and-rail to Chattanooga are 
alike, 36 cents. The principle of rate making from inte 
rior eastern points applies alike to Atlanta and Chatta- 
nooga; and therefore the 36-cent rate on news print paper, 
via both the rail and the rail-ocean-and-rail routes, is ap- 
plicable to Chattanooga from all of the points of origin 
here in question except Berlin, and that point is 2 cents 
higher for the reason heretofore stated. 


Thus while Atlanta and Chattanooga have the same 
rates from eastern port cities via ocean-and-rail, the latter 
has an advantage of 12 cents first class and 5 cents class 
A via rail; and from the interior this advantage is the 
same via rail and almost as great via the water routes 
For instance, from Bellows Falls the Chattanooga rates 
are the same as from the ports, $1.05 first class and 36 
cents class A, rail or Trail-ocean-and-rail; to Atlanta the 
rail first-class rate is $1.17 and class A 41 cents; rail- 
ocean-and-rail, first class, $1.13; class A, 40 cents. Al- 
though the ocean route controls the rates to Atlanta, and 
it is contended by the defendants has forced them to an 
abnormally low basis, Chattanooga, a point farther distant 
from the ports, is enabled, by reason of the policy of the 
carriers serving it, to secure an advantage over Atlanta 
not only from interior eastern points, but from the ports 
themselves. 


This genera] situation is involved in the case of 
Atlanta Freight Bureau vs. S. Ry. Co., docket No. 4637, 
the record in which, together with that in Atlanta Freight 
Bureau vs. N., C. & St. L. Ry., docket 4461, was stipulated 
herein. In the first-named case the complainant asks, 
among other things, the elimination of differentials be- 
tween the rail and the rail-and-water routes from the East 
and that Atlanta be placed on a parity with Chattanooga 
in rates from that section. The defendants justify the 
discrimination in favor of Chattanooga from interior east- 
tern points on the ground that it is the policy of the trunk 
lines not to apply higher rates from interior points than 
from the ports, as to do so would cause violations of the 
long-and-short-haul clause of section 4 of the act. 

News print paper does not originate at the ports, and 
it is not contended by defendants that any of the points 
of origin here involved are intermediate via the short-rai! 
routes to either Chattanooga or Atlanta. Neither is there 
such contention as to any of the points of production or 
manufacture of news print paper in New York or the 
New ‘England states, the record containing no definite 
statement of the territory of production or the rates and 
distances therefrom to Atlanta or Chattanooga. It does 
appear, however, that news print paper originates at many 
points in northern New York east of the Buffalo-Pittsburgh 
line, and at many points in New England; that rates there- 
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‘rom to Atlanta and Chattanooga are made with reference 
‘o the Virginia cities arbitraries; and that the usual class- 
ate adjustment between Atlanta and Chattanooga and 
ther Tennessee points obtains. 

From correspondence submitted in evidence it would 
.ppear that the Cincinnati, New Orleans & Texas Pacific, 

hich, according to the testimony, has no contro] over 
he making of rates from the East to Chattanooga beyond 
stablishing the policy that there shall be no differentials 
n favor of the water routes, is not opposed to an increase 

the paper rates to that point, provided it is not called 
pon to waive the policy aforesaid. The Southern Railway 
ipparently advocated the increase, but wanted the estab- 
ishment of the differential basis. 

It is stated by the defendants that the commodity rates 
in wrapping paper were established in 1905 in order to 
enable Atlanta manufacturers of paper bags and wrap- 
ping paper to continue in and develop the business at 
that point, which, owing to severe competition, they could 
not have done under class A rates. The difference in rates 
is further defended on the ground that news print paper, 
vhich comes in rolls 30 inches in diameter, from 33% to 67 
neches long, and from 600 to 1,200 pounds in weight, is 
easily damaged, and yields practically no salvage; the 
wrapping paper, which comes in rolls of about 300 pounds, 
is stronger and not so susceptible to damage, and even 
if damaged can be cut and used. Witness for the Georgia 
Railroad testified that during five years that carrier brought 
into Atlanta 66,281,543 pounds of paper, of which 47,942,397 
pounds were news print; that claims against the total 
shipments amounting to $6,957.36 were paid, of which 
$46.80 was for wrapping paper. For the five-year period 
the paid claims on news print paper amounted to 1.4 
cents per 100 pounds, or about 3.6 per cent of the gross 
earnings on the traffic. The average on all traffic was 2.35 
per cent. 

The average loading of news print paper is estimated 
to be from 40,000 to 45,000 pounds. Based on 43,000 pounds 
the all-rail revenue from Bellows Falls would be $176.30, 
and from Berlin, $184.90 per car, or 8.2 and 7.5 mills per 
ton-mile, respectively. Via the water route the earnings 
on the same loading would be $4.30 per car less. 

The value of wrapping paper is stated generally to 
be from 2% to 5 cents per pound, while news print paper 
is said to have sold for several years for 2 cents per 
pound at the mill. The minimum applicable to news print 
paper is 30,000 pounds and to wrapping paper (under the 
commodity rates referred to) 40,000 pounds. 

The average distance from the five points of origin 
to the nearest port (Boston or New York, as the case 
may be) is 192 miles, and the average of the loca] rates 
thereto is 10.7 cents. As heretofore explained, these locals, 
together with marine insurance, wharfage, and transfer 
at Savannah, are’ largely absorbed by the water carriers 
and the lines from the south Atlantic ports. The earnings 
of the Central of Georgia from this traffic averages 11.3 
cents per 100 pounds for 294 miles from Savannah to 
\tlanta. To Atlanta that line receives 7.7 mills per ton- 
mile on news print paper and 6.26 mills on wrapping paper; 
to Chattanooga, 4.84 mills on either of the commodities. 
For the year ended June 30, 1£12, its average per-ton-mile 
earnings on all traffic was 11.2 mills. 

Upon the facts of record we are unable to find that 
the rates here challenged are unreasonable, in violation of 
section i, or that the difference in rates in favor of wrap- 
ping paper is such unjust discrimination as is prohibited by 
the Act to regulate commerce. 
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As above stated, the general question of discrimina- 
tion against Atlanta and in favor of Chattanooga on traffic 
from the eastern ports and interior eastern points is 
involved in cases now before the Commission, and there 
do not appear to be any transportation or competitive 
conditions which differentiate the transportation of news 
print paper from the great bulk of traffic from interior 
points east of the Buffalo-Pittsburgh line. Upon the rec- 
ord in the Atlanta Freight Bureau case, supra, in which 
the adjustment between the East and the Southeast is 
more fully and broadly dealt with, not only with respect 
to the relation existing between the ports and the interior, 
but between Atlanta and other Georgia and Albama 
points to which there are differentials between the rail 
and the ocean routes, and Chattanooga and other Ten- 
nessee points to which the differentials do not apply, the 
Commission can more satisfactorily and comprehensively 
dispose of the question of discrimination presented in both 
cases. The Freight Bureau case involves the numbered 
class, class A, and commodity rates from both the eastern 
ports and the interior East, and the transportation of 
news print paper will necessarily be considered in connec- 
tion with that of all other commodities moving under 
class A rates. 

There was testimony relative to the parity on certain 
classes between Baltimore and Louisville to Atlanta. 
Rates from Boston and other eastern ports are made with 
relation to the rates from Baltimore, and consequently 
the latter govern those from interior eastern points. This 
parity between Louisville and Baltimore, which has not 
been maintained as to class A, is involved in the Freight 
Bureau case and will be considered in connection there- 
with. 

No order will now be made in this case for the reason 
that the question of discrimination still remains, and with 
it the prayer of the complainants for reparation. After 
decision of the Atlanta Freight Bureau case, supra, involv- 
ing rates from the East, further separate consideration 
of this case will be unnecessary, for should the complaint 
in that case be sustained in respect of the discrimination 
alleged, the order therein will cover that feature of this 
complaint, and should the decision of the Commission re- 
quire an order of dismissal a similar order will be entered 
in this case. 


SHOULD DIVIDE IOWA INTO ZONES 


CASE NO. 5241 OPINION NO. 2413 
(28 I. C. C. Rep., P. 193.) 
IOWA STATE BOARD OF RAILROAD COMMISSION- 
ERS VS. ARIZONA EASTERN R. R. CO. ET AL. 


Submitted May 1, 1913. Decided June 18, 1913. 


It appears that rates from eastern points of origin to interior 
Iowa destinations are made by adding together the rate to 
the Mississippi River and the rate from that river to desti- 
nation, and that rates from interior Iowa points to the west 
are made by adding together the local rate up to the Mis- 
souri River and the rate from that river; upon complaint 
that the through rates whick result from the combination of 
these two are unreasonable and unjustly discriminatory; 
Held: That, 

. Rates from these Iowa points to points in New Mexico should 
not be pronounced unlawful. 

2. The présent rates between points in Iowa and the intermoun- 
tain territory, of which Spokane, Reno and Phoenix are il- 
lustrative, are not unlawful. 

3. Rates from Iowa points to Utah and Colorado common points 
are unreasonable. The state of Iowa should be divided into 
five zones as to this traffic, and rates from each zone should 
be constructed by adding to the Missouri River rate a fifth 
of the total spread now existing in rates between the 
Missouri and Mississippi rivers. 

. Rates from such points to points in Kansas and Nebraska are 
unreasonable to the extent that they exceed the mileage 
scale of interstate class and commodity rates suggested in 
this report. 
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Clifford Thorne, J. H. Henderson, and D. N. Lewis 
for complainant. 

W. F. Dickinson for Rock Island Lines. 

R. B. Scott for Chicago, Burlington & Quincy R. R. 
Co. 

Cc. C. Wright for Chicago & North Western Ry. Co. 
and others. 

T. J. Norton for Atchison, Topeka & Santa Fe Ry. Co. 

H. A. Scandrett for Union Pacific R. R. Co. and 
others. 

O. W. Dynes for Chicago, Milwaukee & St. Paul Ry. 
Co. and others. 

Winston, Payne, Strawn & Shaw for Chicago Great 
Western R. R. Co. 

W. H. Bremner for Minneapolis & St. Louis R. R. Co. 

R. V. Fletcher and A. P. Humburg for Illinois Central 
R. R. Co. 

H. G. Herbel for Missouri Pacific Ry. Co. and others. 

Charles Donnelly for Northern Pacific Ry. Co. 

N. S. Brown for Wabash R. R. Co. 

W. F. Dickinson and J. L. Coleman for all defendants. 


Report of the Commission. 


PROUTY, Commissioner: 

This complaint is prosecuted by the railroad commis- 
sion of the state of Iowa, and puts in issue rates from 
all interior points in that state to practically all destina- 
tions west of the Missouri River. The complainant stated 
upon the hearing that no question was made as to the 
reasonableness of the present rates from Iowa points up 
to the Missouri River, nor from the Missouri River to 
western destinations, the claim being that the through 
rate which results from the combination of these two is 
unreasonable and discriminatory. 

Rates from eastern points of origin to interior Iowa 
destinations are made by adding together the rate to the 
Mississippi River and the rate from that river to desti- 
nation. Rates from interior Iowa points to the west are 
made by adding together the local rate up to the Missouri 
River and the rate from that river. An analysis of the 
various complaints brought by the state of Iowa will show 
that this method of rate making is really responsible for 
all its difficulties. 

There are two distinct grounds of complaint: 

First. That the through rate is inherently unrea- 
sonable because of the manner in which it is constructed. 

Second. That rates to and from interior Iowa points 
are higher than those to and from Chicago, St. Louis, 
Kansas City, and other points similarly situated, and that 
this is a discrimination against the Iowa points which 
prevents them from competing with the breaking or base 
point. 

The evidence submitted by the complainants was of 
three kinds. 

(a) Extensive tables were introduced showing that 
the combination upon the interior Iowa point exceeded 
that upon Chicago, St. Louis, and the Missouri River; 
that is to say, the rate from New York or any other 
point east of the Indiana-Illinois state line to St. Louis 
or Kansas City, plus the rate from St. Louis or Kansas 
City to a western destination, would be less than the rate 
to the interior Iowa point plus the rate-out. The tables 
submitted by the complainant take 25 illustrative points 
in the state of Iowa for the purposes of comparison, and 
those tables abundantly show the fact to be as claimed 
by the complainant. 

In this connection certain other tables were intro- 
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duced by the complainant tending to show that rat 
from interior points in the state of Iowa to a given w 
ern destination are higher, mile for mile, than those fri 
other points the same distance from that destination. O 
of these selected points in Iowa would be compared wi 
some point in Missouri or southern Minnesota. The 
tables are open to criticism in that by selecting for pu 
poses of comparison a point upon the edge of some ter: 


- torial group a distance may be found which would n 


be fairly comparable with the average distance from th 
entire group from which the rate applied. They are no 
therefore, particularly significant. 

(b) The complainant introduced as witnesses certai! 
persons engaged in manufacturing in the state of Iowa 
who gave it as their belief that freight rates discrimi 
nated against them as compared with their competitor 
at St. Louis, Chicago, and the Missouri River. Thess 
manufacturers as a rule draw their materials from east 


of the Indiana-Illinois state line. They are obliged to 


pay a higher rate in and again a higher rate out, and 
it must be true that so far as the freight rate alone is 
concerned they are at a disadvantage with respect to all 
materials which originate in the east. 

(c) Statements were submitted showing with re 
spect to industries located at interior Iowa points the 
total amount of freight paid in and the total amount paid 
out upon the actual business transacted. This was con 
trasted with the amount of freight which would be paid 
by competitors engaged in the same business at Chicago 
St. Louis, or Kansas City. In all the illustrative cases 
taken the amount of freight paid at the Iowa point was 
distinctly more than that which would have been paid 
at the point selected for comparison. 

All this testimony simply shows what is perfectly evi 
dent from an examination of the rates themselves and a 
statement of the manner in which they are constructed 
The manufacturer at the interior lowa point who obtains 
his material east of the Indiana-Illinois line pays a rate 
made up of the rate to St. Louis or the Mississippi River, 
which is substantially the St. Louis rate, plus the local 
rate from that point. When his manufactured product 
goes out he pays either the St. Louis rate or a rate made 
up of the local from his factory to the Missouri River 
plus the Missouri River rate. In the first case he will 
stand at a disadvantage as compared with his competi 
tor at St. Louis by exactly the amount of the local rate 
which he pays from the Mississippi Piver to his factory 
In the second case he stands at a disadvantage as com 
pared with either the Mississippi or Missouri River to 
the extent that the combination of locals which he pays 
exceeds the amount of the rate between the rivers. 

There can be no possible question but that the in 
terior lowa town rests under a disadvantage in the matter 
of freight rates as compared with Chicago, St. Louis, and 
Kansas City. It is probable that the importance of this 
handicap in retarding the development of manufacturing 
in the state of Iowa has been overstated. It is doubtful 
whether, if a system of rates were devised under which 
every Iowa station enjoyed the same freight-rate advan 
tage as does Chicago and St. Louis, that would materially 
affect the development of that territory. Iowa towns 
located upon the Missouri and Mississippi Rivers enjoy 
substantially the same rates as do St. Louis and Kansas 
City, yet there has not been the same commercial de 
velopment. However, the disadvantage is a rea] one; it 
must produce some effect, and if an undue discriminatio: 
it ought to be removed. . 





pi 





igust 16, 1913 


The defendants upon their part undertake to show 
it rates from the various interior Iowa points are rea- 
nable. This, however, is not the whole question. The 
mplaint is that these rates are too high in comparison 
th those from St. Louis. The carriers should show, 
erefore, that rates to western destinations from these 
wa points are reasonable, not alone in themselves, 
it also in comparison with those rates which they have 
tablished from the other competitive points. 

As already said, the rates under attack cover most 
rritory west of the Missouri River, but the rates them- 

selves are stated in different tariffs of the carriers, are 

onstructed upon entirely different principles and can be 

est considered in groups. The following groupings will 
convenient for this purpose: 

1. Rates to points in New Mexico like Albuquerque. 

2. Rates to Spokane, Reno, and Phoenix. 

3. Rates to Utah common points and Colorado com- 
mon points. 

4. Rates to Kansas and Nebraska. 

Rates to New Mexico. 

In discussing these rates we shall mainly 

ass rates, using the first class rate as illustrative. Ordi- 
narily whatever relation is established for class rates 
would apply in case of commodity rates. 

The first class rate from Omaha to points upon the 
Santa Fe in New Mexico and similar territory is 30 cents 
above that from Kansas City. Rates from a certain part 
of Iowa are the same as from St. Louis, unless the com- 
bination upon Omaha or other Missouri River points is 
From another section of Iowa these rates are the 
Peoria and from stil] a third, although a 


consider 


less. 


same as from 


comparatively small section, they are upon the basis of 
examined the distances from these 


Chicago. We have 
points as compared with those from St. Louis, 
and Chicago, and find that ordinarily and upon the av- 
erage the rate from Iowa, mile for mile, is as low as 
that from these cities. While some of these rates in 
the southwestern part of the state may be somewhat 
high, we are not satisfied that rates to this section are 
on the whole unreasonable. 

It is shown by the complainant that rates to these 
New Mexico destinations do not equalize upon these Iowa 
points, and, in our opinion, they ought not to. Iowa is 
not on the direct line between the East and these New 
Mexico points. The short line from Chicago to Kansas City 
s the Santa Fe, which passes through the southeastern 
orner of Iowa. Traffic to those New Mexico points from 
the’ east is rather deflected from the direct line in going 
to Chicago and still more so in passing through central 
lowa. While these interior points may be entitled to the 
same treatment as their larger rivals, when upon the 
lirect line of transportation, they can hardly expect to 
ompete in all territory with Chicago, or with St. Louis, 
vhich have avenues of transportation extending in all 
lirections and are therefore able to draw from and ship 
o all markets. 

Upon the whole, we are of the opinion that these 
owa rates to New Mexico destinations ought not to be 
ronounced unlawful. 


Rates to Spokane, Reno and Phoenix. 

In the Spokane case, 19 I. C. C., 162, 179 

World, July 2, 1910, p. 3], the Commission 
o Spokane the following first class rates: 


From— 
Cincinnati- Detroit 
Pittsburgh 
New York 


Peoria 


[ Traffic 
established 


‘rom— 

Missouri River...........$2.50 
Mississippi River 

Chicago be act 
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In the Reno case, 19 I. C. C., 238 [Traffic World, July 
2, 1910, p. 41], we established the same rates to Reno 
from Kansas City, St. Louis, Chicago, Cincinnati and 
Pittsburgh, and in the Phoenix case, 19 I. C. C., 257, 258 
[Traffic World, July 2, 1910, p. 38], we fixed as reason- 
able the same rates to Phoenix as were established in 
the Reno case to Reno. 

In the Spokane case, the Missouri River, the Mis- 
sissippi River, Chicago, etc., were used as terms express- 
ive of certain territorial groups, which were defined by 
reference to Northern Pacific Railway Co.’s joint freight 
tariff No. 23500, I. C. C., 3295. In the Reno case we 
used these same terms to define certain territorial groups 
taken from the transcontinental tariffs of the carriers. 
In the Phoenix case nothing was said as to the meaning 
of these terms. As used in both the Spokane case and 
the Reno case, the Missouri River embraced points upon 
that river, a considerable amount of territory to the west 
and a very limited territory to the east, while the Mis- 
sissippi River included, generally speaking, the territory 
between the Mississippi and the Missouri. Practically 
the entire state of Iowa was embraced in Mississippi 
River territory, as defined in the opinions in both those 
cases. 

The carriers now maintain rates, following the opin- 
ions and orders in those cases, of $2.50 first class, with 
corresponding rates upon the other classes from the Mis- 
souri River to all this territory from Spokane upon the 
north to Phoenix upon the south. The rate from Missis- 
sippi River territory, including the whole state of lowa, 
is $2.80, while that from Chicago, which includes, roughly, 
territory between the Mississippi River and a line drawn 
north and south through the city of Chicago, is $2.90. 

This fact should, however, be noted: While these 
tariffs apply a rate of $2.80 from the Mississippi River, 
and, therefore, from the whole state of Iowa, they con- 
tain a provision that when the combination upon the 
Missouri River is less the lower rate shall apply. The 
working out of this tariff is that from the eastern two- 
thirds or three-fourths of the state the $2.80 rate applies, 
while the remaining portion upon the west takes a rate 
varying from $2.80, upon the east, to $2.50 at the Missouri 
River. 

It is evident that in stating rates between these re- 
mote sections territorial groups of considerable extent 
must be employed. That method had been adopted by 
the carriers and was continued by the Commission. We 
did not at that time particularly consider the propriety 
of these territorial groupings in the east, but accepted 
what had been in effect without special examination. 
Upon a more careful] consideration of the matter we are 
impressed that rates from Iowa to this territory are on 
the whole favorable to that state. We have already 
held that the state as a whole is not entitled to as low 
a rate as St. Louis to points in New Mexico, but these 
tariffs give the entire state the benefit of the St. Louis 
rate through New Mexico to more distant points, and 
the same observation may be made with respect to the 
far Northwest. 

It is true that the Mississippi River territorial group, 
where it embraces the state of Iowa, is wider than the 
next two groups going east, and that the spread between 
the Missouri River and the Mississippi River is also 
greater than that between the Mississippi River and Chi- 
cago. This might call for the division of the Mississippi 
River group, but in view of the entire situation we dc 
not think that Jowa can fairly complain of this adjust- 
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ment of rates, and we hold, therefore, that the present 
rates between points in the state of lowa and the inter- 
mountain territory, ofswhich Phoenix, Reno and Spokane 
are illustrative, are not unlawful. 


Rates to Utah and Colorado Common Points. 

In the Salt Lake City case, 19 I. C. C., 218, 224 
{Traffic World, July 2, 1910, p. 25], the Commission es- 
tablished between Utah common points and eastern des- 
tinations the following rates, first class: 

Chicago 

Mississippi River 

Missouri River 

We also established certain commodity rates between 
In this case also Missouri River, 
designate 
traffic 


these same territories. 
Mississippi River and Chicago used to 
certain territorial groups defined in joint freight 
trans-Missouri No. 20-E, I. C. C. No. 207. 
Mississippi River territory as defined in the tariff 
referred to did not embrace the Iowa. That 
state was divided by a line running east and west, the 
southern two-thirds being embraced in Mississippi River 
territory, while the northern one-third known as 
Peoria territory and took a rate betwen the Mississippi 
River and Chicago. The carriers in complying with our 
order have applied the Mississippi River rate to that 
portion of the state which was Mississippi River territory 
and have applied to Peoria territory the Chicago rate. 
The Commission in disposing of the above cases did 
not consider at all the territorial groupings upon the 
east. The complaint under which we acted was brought 
by the commercia] interests of Salt Lake City and east- 
ern shippers were not represented. Upon a further ex- 
amination of this situation we are of the opinion that 
the groups provided as to the state of Iowa and those 
now in force under the tariffs of the defendants covering 
that state result in discriminatory and unlawful rates 
and that the groups should be recast and different rates 
We are of the opinion that the same groups 


were 


whole of 


was 


established. 
hereinafter designated for Colorado common points should 
be used as to Utah common points, and that rates should 
be constructed in the same manner. 

In the Kindel case, 15 I. C. C., 555, the Commission 
established rates from Chicago and the Mississippi River 
to Colorado common points, as follows: 

Chicago + 

Mississippi River 

Missouri River 


Under this order of the Commission carriers have 
constructed their rates between Iowa points and Colorado 
common points by carrying the Mississippi River rate 
west until it meets the combination upon the Missouri 
River. The result is to apply to substantially the eastern 
two-thirds of lowa a rate of $1.62, while from the western 
one-third this rate gradually grades down from the east 
to $1.25 at the Missouri River. In this proceeding car- 
riers have entered into an elaborate justification of the 
rates, based upon the cost of the service. They allege 
that the expense of handling business from the interior 
of lowa is as great or greater than from the Mississippi 
River, and therefore that they are warranted in imposing 
the same rate. 

They reach this 
upon the Mississippi 


conclusion by taking some point 
River like Burlington, upon the 
Chicago, Burlington & Quincy Railroad. Burlington is a 
classification point. Traffic is brought in from various 
points of origin to the east and is unloaded, classified 
and reloaded. By this process solid carloads are made 
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up which run, without being opened, to the Missou 
River. Freight originating in the interior of lowa 
taken up upon the way trains of the Burlington and 
transported in those trains, sometimes to the Missour 
River and occasionally to an interior assembling point 
It appears that freight is sometimes back-hauled from 
the interior Iowa point to the Mississippi River in orde: 
that it may be classified and sent on in the through train 
from that point. 

The defendants insist that the cost of handling busi- 
ness from the Mississippi River, where this concentration 
of freight occurs, is less than from the small interior 
station where the business must be done upon local 
trains. It is not clear that the fact is as claimed, but 
assuming that it may be, the conclusion would not follow 
Burlington can only be a classification point because 
freight is brought in from stations to the east of it. 
This freight is taken up by way trains in Illinois, just 
as the freight in Iowa is taken up in that state and 
carried to an assembling point. The fact that Burlington 
or the other Mississippi River cities upon different rail 
roads happens to be these points certainly 
cannot give to those points a better freight rate than is 
If this were so, a change in 


assembling 


enjoyed by towns beyond. 
the operating arrangements of a railroad by changing a 
classification point would work a change in the rates 
themselves. To admit the truth of this contention would 
be to say that every city which could originate a carload 
of freight was entitled to a lower rate than the inter 
mediate point which could not furnish an equal amount 
of traffic. The argument is defective at every point. 
Granting that the cost of the service was to control, it 
is by no means certain that the great expense of pro- 
viding terminals in large cities and of operating those 
terminals does not offset the greater volume of business 
which is handled. We do not feel that the element of 
cost in this situation should be controlling. 

When the Commission prescribed a rate of $1.62 be- 
tween the Mississippi River and Colorado common points 
and left in effect a rate of $1.25 from the Missouri River, 
thereby recognizing a difference of 37 cents between the 
east and the west edges of the state of Iowa, it did not 
mean to say that the highest rate should be applied to 
practically the whole state, nor did it say so by implica- 
tion. Upon the contrary, the fair way to have constructed 
these tariffs would have been to distribute this 37 cents 
between the western and the eastern boundaries. The 
tariffs of the carriers should be so corrected now as to 
accomplish this purpose. This can be done by dividing 
the state into zones by lines running north and south, 
and by applying between points in these respective zones 
rates which fairly recognize the principle suggested. The 
complainant was asked to suggest the number and ter- 
ritorial extent of such zones, and has done so. It requests 
us to construct 11 zones, giving to each zone its due 
proportion of this spread between the rivers. - 

In our opinion the number of zones suggested by the 
complainant is unnecessarily great. The state should be 
divided into five zones, and rates from each zone con- 
structed by adding to the Missouri River rate a fifth of 
the total spread, whatever that may be. Counting the 
zones east from the Missouri River the first class rate 
to zone 1 should be constructed by adding to the Mis- 
souri River rate 20 per cent of the spread, for the second 
zone 40 per cent, for the third 60 per cent,-and for the 
fourth 80 per cent. The fifth zone would take the Mis- 
sissippi River rate. In Colo. Mfrs. Asso. vs. A., T. & S. F. 
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Co., 28 I. C. C., 82 [T. W., August 9], decided at the 

ne time with this case, the first class rate between 

» Missouri River and Colorado common points was re- 

juced 10 cents, thus making the present spread between 

e rivers with respect to that traffic 47 cents. Con- 

ucting rates upon the basis above indicated the fol- 
wing would result: 


To Zone 

To Zone 

To Zone 3 

To Zone 

To Zone 

We are of opinion that reasonable maximum rates 

uld result by taking the present Mississippi River and 
Missouri River rates between Colorado common points 
and Utah common points and applying to zones created 
as above the rates which would result from the method 
above stated, and that the present rates are unjust and 
unreasonable to the extent that they exceed rates sc 
ascertained. 

While this will sometimes involve the moving of 
trafie from a lower through a higher group, and there- 
fore a disregard of the fourth section, still the same 
thing happens in Central Freight Association territory 
with no inequitable results. No reason is apparent why 
rates may not be constructed in this manner from Iowa 

both Colorado and Utah points. 


Rates to Points in Kansas and Nebraska. 


Perhaps the most difficult situation to deal with is 
presented by territory lying immediately west of Iowa. 
rates are now constructed by combination upon 
the Missouri River. We understand that, as a practical 
matter, the rate of the Iowa commission is applied in 
the state of Iowa, and that the rate of the Nebraska 
commission is used in Nebraska. Both of these rates are 
to be sufficiently low, and the carriers earnestly 
that they ought not to be required to take less 
than the resulting combination. The complainant answers 
that the through rate ought not to be equal to the sum 
of the intermediates, and that, conceding as it does that 
the Iowa state rates and the Nebraska state rates are 
reasonable, still a through rate should be constructed 
which is less than the sum of the two. 


These 


said 


insist 


This Commission has often held, for reasons which 
need not be restated here, that in theory the contention 
of the complainant is sound. Four terminal services are 
involved in the two intermediate rates, while but two 
such services are necessary in the through rate. While 
many situations exist where the transfer from one line 
to another may be equivalent to a terminal service, still 
the general rule is otherwise, and if discrimination is to 
be avoided some general rule must be applied. This 
Commission has several times held, for instance, that 
rates into territory south of Virginia cities should be 
made somewhat less than the full combination upon the 
Virginia city. The same principle has been frequently 
recognized in the construction of through tariffs. 


The real difficulty, however, in Iowa is found in the 
which rates are constructed upon the two 
sides of that state. The question is rather one of dis- 
crimination than of inherent reasonableness. Take the 
rate from New York to a point west of the Missouri 
River. The St. Louis merchant pays the rate up’ to the 
Mississippi River plus that from the Mississippj to the 
Missouri plus that from the Missouri to destination. The 
Kansas City merchant at the present time pays a rate 
from New York to Kansas City which is 5 cents less 


manner in 
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than the combination upon the Mississippi River and adds 
to that the local from the Missouri River., The merchant 
at Des Moines pays the rate to the Mississippi River 
plus that from the Mississippi River to Des Moines plus 
that from Des Moines to the Missouri River plus that 
from the Missouri River to destination. In other words, 
he pays more than St. Louis by the amount by which 
the sum of the locals exceeds the overhead rate. To-day 
the first class rate on traffic originating at New York 
City from the Mississippi River to Des Moines is 37 
cents; from Des Moines to the Missouri River 31.2 cents, 
making the through rate 68.2 cents as compared with 
60 cents. 

Several methods for removing the present discrimi- 
natory features of these rates have been considered, and 
a conclusion has finally been reached that the simplest, 
most effective, and fairest method is to prescribe a mile- 
age scale of interstate class and commodity rates ap- 
plicable between points in the state of Iowa and points 
in Nebraska and Kansas. In the Appendix hereto such 
a mileage scale for class rates has been suggested. The 
carriers may, on or before September 1 next, file with us 
their objections to this mileage scale, showing by actual 
transactions the result of its application and stating their 
objections to this method of constructing rates. These 
figures and observations should be filed with the Com- 
mission in writing, and a copy served upon the com- 
plainant, which, within 30 days, may file with the Com- 
mission its written answer thereto. 

The complainant may, on or before September 1 next, 
file with the Commission a list of the stations in Iowa 
which should in its opinion be ‘ncluded in each one of 
the five zones herein prescribed.’ A copy of this should 
be at the same time served upon the several defendants 
who operate in the state of Iowa, who, within 30 days, 
may file their objections thereto with this Commission. 

APPENDIX. 
RATES IN CENTS PER 100 POUNDS. 
Class. 
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REFUSE COTTON GOODS C. L. RATING 


OPINION NO. 2414 
(28 I. C. C. Rep., P. 205) 
JOHN TAYLOR DRY GOODS CO. VS. MISSOURI PA- 
CIFIC RAILWAY CoO. 
No. 5060 (Sub-Nos. 1 to 57). 
JOHN TAYLOR DRY GOODS CO. ET AL. VS. MIS- 
SOURI PACIFIC RAILWAY CO. ET AL. 
Nos. 5200 and 5200 (Sub-No. 1). 
WHEELER & MOTTER MERCANTILE CO. ET AL. VS. 
ATCHISON, TOPEKA & SANTA FE RAILWAY 
CO. ET AL. 

Nos. 5283 and 5283 (Sub-No. 1). 
HICKS-FULLER-PIERSON CO. ET AL. VS. CHICAGO, 
BURLINGTON & QUINCY RAILROAD CO. ET AL. 
Nos. 5286 and 5286 (Sub-Nos. 1 to 3). 

M. E. SMITH & CO. ET AL. VS. CHICAGO, BURLING- 
TON & QUINCY RAILROAD CO. ET AL. 


CASE NO. 5060 


Submitted April 3, 1913. Decided June 3, 1913. 


. Complainants ask for a carload rating upon cotton piece 
goods originating in New England and the ‘south for the 
transportation from points on the Mississippi River to 
points on the Missouri River. Upon the facts disclosed by 
the record: Held: That to establish a carload rating here 
and not elsewhere would be to throw out of balance the re- 
lation between rates on this important commodity in all 
parts of the country. There are weighty reasons why cotton 
piece goods should be given a carload rating, but if this is 
to be done it should be in some more comprehensive way 
than by an order in the present proceeding. Prayer denied. 

. The present any-quantity rate of 35 cents per 100 pounds 
upon cotton piece goods originating in New England and 
the south for the transportation from points on the Mis- 
sissippi River to points on the Missouri River is unjust and 


unreasonable to the extent that it exceeds 32 cents. 


ates on cotton piece goods to Sioux City, Iowa, from south- 

; ris anaes be somewhat higher than those to other 
points upon the Missouri River; Held: That the same reduc- 
tion should be made to Sioux City in all cases as is made 
to other Missouri River points. re 
Inder all the circumstances of this case, reparation shoulc 

— parted complainants in amount of the difference be- 
tween the 35-cent rate and the 32-cent rate on their ship- 
ments of cotton piece goods since Dec. 31, 1911, only, the 
date of the Commission’s decision in the Warnock case, 21 
. & ©, se 
‘omplainants in No. 5060 contend that, under the tariff of 
Oct. 26, 1910, they are entitled to reparation in the amount 
of the difference paid under the 35-cent rate and the 30- 
cent rate, but that contention is denied, because the claim 
is not based upon the reasonableness of the rate charged. 
It involves simply a question of tariff construction. Wheeler 
& Motter case, 20 I. C. C., 141, cited and followed. 


H. G. Wilson for John Taylor Dry Goods Co. 

H. G. Krake for St. Joseph Commerce Club, Wheeler 
& Motter Mercantile Co., and others. 

G. T. Bell for Sioux City Traffic Bureau, Hicks-Fuller- 
Pierson Co., and others. 

E. J. McVann for Omaha Traffic Bureau, M. E. Smith 
& Co., and others. 

H. G. Wilson and J. H. Atwood for Kansas City 
Transportation Bureau. 

J. L. Coleman for defendants. 

F. G. Wright and H. G. Herbel for Missouri Pacific 
Railway Co. 

Cc. C. Wright for Chicago & Northwestern Railway 
Co. 
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W. F. Dickinson and W. T. Hughes for Chica; 
Rock Island & Pacific Railway Co. 

O. W. Dynes and J. M. Davis for Chicago, Milwauk: 
& St. Paul Railway Co. 

Robert Dunlop and T. J. Norton for Atchison, 1 
peka & Santa Fe Railway Co. 

E. H. Dulaney for Louisville & Nashville Railro: 
Co. 

R. Walton Moore and George Butler for Alabar 
Great Southern Railroad Co., and others. 

R. B. Scott for Chicago, Burlinton & Quincy Ra 
road Co. 

R. V. Fletcher, A. P. Humburg and George Butk 
for Illinois Central Railroad Co. 

J. W. Allen for Missouri, Kansas & Texas Railwa 
Co. 

R. VY. Fletcher and A. P. Humburg for Yazoo & Mi 
sissippi Valley Railroad Co. 


Report of the Commission. 


PROUTY, Commissioner: 

The complainants in the above four cases are whol: 
salers of dry goods, doing business at Kansas City, St 
Joseph, Omaha and Sioux City. The questions presented 
by the complainants are identical and are: 

First. Shall a carload rating be established upon 
cotton piece goods between the Mississippi and the Mis 
souri rivers? 

Second. If not, is the present any-quantity rate rea 
sonable? 


Shall a Carload Rating Be Established? 


The claim of the complainants to a carload rating 
is based upon a showing of fact that cotton piece goods 
could and would move in carload lots if the inducement 
existed. Statements introduced in evidence giving th: 
points at which and the quantities in which the com- 
plainants have purchased their supplies leave no doubt 
that if there were in effect a carload rate many car 
loads of cotton cloths would move annually from New 
England and southern mills to the warehouses of these 
complainants upon the Missouri River. This being so 
the complainants insist that a carload rate must be a: 
corded as a matter of right, citing as authority the ver) 
recent opinion of this Commission In the Matter of the 
Suspension of Western Classification No. 51, 25 I. C. C., 
442 [Traffic World, Jan. 4, 1913, p. 5], where the Com 
mission in discussing the subject of carload rates at 
page 464 said: 


_The conclusion in which argumentative considerations r 
lating to this question reach a point of equilibrium appears to 
be this, that a carload rating should be established for a con 
modity when that commodity can be offered for shipment in 
carload quantities, unless public interests or other valid consi: 
erations require the contrary. 

But the Commission here states that the offering o/ 
a carload quantity entitles the shipper to a carload ra‘ 
ing only in case that the public interest or other vali: 
considerations do not require the contrary. It has been 
the uniform holding of this Commission that each case 
must be considered upon its own merits and that in 
determining whether a carload rating should be accord: 
not merely the physical but the commercial and ec 
nomic aspects must be considered. This will best ap- 
pear by a brief reference to some of the princip: 
cases. 

In Brownell vs. C. & C. M. R. R. Co., 5 I. C. C., 635, 
the complainant, who was a shipper of eggs in larg: 
quantities, insisted that when he presented for shipme! | 
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n entire carload he was entitled to a better rate per 
(09 pounds than his competitor, who only presented a 
irt carload. The Commission held otherwise, refusing 
disturb the any-quantity rate in effect. The ground 
its holding clearly appears in the following excerpt 
om the opinion, beginning at page 651: 


The unit of quantity that carriers have universally employed 
r the purpose of rate making is the 100 pounds. The purpose 
a classification is to group the various articles of commerce 
o general classes upon which the rate per 100 pounds shall 
ply. Classification of carloads in a lower class than is given 
the same article in a less quantity was at first merely inci- 
ntal to the business of transportation, and the practice has 
t yet become so general that a lower carload class must be 
ven to every article which may be offered in carload quan- 
ies. The justice of the demand depends upon the facts in 
h case; it cannot be determined by an inflexible general rule. 
is a sound rule for carriers to adapt their classifications to 
e laws of trade; that is, as before stated, if an article moves 
sufficient volume and the demands of commerce will be bet- 
served, it is reasonable to give it a carload classification. 
urber’s case, supra. The large dealers, who now control more 
in three-fourths of the business of gathering and shipping 
egs to the large cities, cannot be said to suffer material dam- 
» from the competition of small shipments under the same 
e to the same market. Beyond giving a practical monopoly 
the large dealers, it does not appear that any other portion 
f the public would be benefited by a lower class for carloads of 
eggs. If the railroads were not willing to gather the small lots 
f eggs and carry them direct to a general market, there might 
some ground for holding that the volume of egg traffic, the 
mands of trade, and the interests of local dealers and producers 
e such that a lower carload classification is desirable; but the 
ecial facilities furnished local shippers for putting their eggs 
large markets in as fresh state as possible are, in our view, 
greater benefit to producers, local dealers, city dealers and 
nsumers than any other method of gathering and shipping 
which has yet been devised for this or any other perishable food 
rroduct: and such advantage to the general public should not 
interfered with or its continuance in any way discouraged 
less a more satisfactory method of reaching the markets can 
established in its stead. 
Question Previously Discussed. 
A later case in which this same question was elabv- 
rately discussed is Planters Compress Co. vs. C., C., C. 
E : & St. L. R. R. Co. 11 I. C. C., 382. The complainant 
5 was the owner of an invention by which cotton could 
it be compressed in what was known as the round baie to 
¢ a much greater density than in the ordinary square bale. 
The square bale loaded in the standard box car from 
25,000 to 35,000 pounds, while the round bale would load 
from 45,000 to 75,000 pounds. The complainant claimed 
W that if a shipper presented cotton in such form that the 
se carload rating could be doubled and the cost of trans- 
portation correspondingly diminished, it was entitled as 
a matter of right to a better rate. The Commission held 
that no such right existed and declined as a matter of 
discretion to disturb the existing rates. 
An even stronger case was Duncan & Co. vs. N., 
a Cc: & St. L. Ry., 16 I. Cc. C., 590. Grain and grain prod- 
at ucts are almost uniformly shipped in carload quantities, 
and in most parts of the country carload rates are ap- 
plied to these commodities which are much lower than 
the less-than-carload rates. In Southern Classification 
territory, however, these commodities have always moved 
under an any-quantity rate. The complainants were 
dealers in grain and grain products at Atlanta, and they 
insisted, among other things, that the defendant should 
establish a carload rate less than the 1. c. 1. rate so 
that they might move their supplies in at the lower 
carload rate, thereby obtaining an advantage over their 
competitors, who were mainly located upon the Ohio 
od River, in territory immediately contiguous to Atlanta. 
‘he Commission declined to establish the carload rating 
nainly upon the ground that business conditions in that 
territory had adapted themselves to the existing any- 
uantity rates and that the settled policy of the railroad 
ommissions in the various states involved was in favor 
f the maintenance of such rates. 


In Bentley & Olmsted vs. L. S. & M. S. Ry. Co., 17 
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I. C. C., 56, we declined to establish a carload rating on 
boots and shoes from New England points of production 
to Des Moines, Ia., saying that these articles generally 
moved under an any-quantity rate, and that no sufficient 
reason was shown why that rule should be departed from 
in that particular instance. Boots and shoes, like cotton 
piece goods, would move in carload quantities were there 
a carload rating. 

The Commission has always recognized the propricty 
of carload ratings. It has in many cases establisned 
carload and less-than-carload rates upon the same c2m- 
modity, but whether a carload rating should be accord.d 
in a particular instance depends not only upon whether 
that commodity is offered for shipment in carload quan- 
tities, but also upon other considerations. The shipper 
tendering a carload of freight is not of necessity entitled 
to a more favorable rate than one who tenders 100 
pounds of the same commodity. If we are to hold that 
the carload must be given a lower rate per 100 pounds 
than the smaller quantity for the sole reason that the 
cost of the service to the carrier is less, then by the 
same reasoning must we hold that the train lot shall 
receive a better rate than the carload. 


Actual Condition of Movement. 


We come, therefore, to a consideration of the facts 
in the case before us. Cotton piece goods will readily 
load to a minimum of 30,000 pounds or over in standard 
cars. These goods are commercially handled by the 
complainants and other wholesalers in such a way that 
they could be readily consolidated into carloads. Un- 
doubtedly the cost of transporting these goods from the 
mill of production to the final consumer is less if they 
are moved to the Missouri River in carloads and thence 
distributed in smaller quantities. Upon the other hand, 
to accord to these complainants a carload rate materially 
lower than the |. c. 1. rate would be to give them such 
an advantage over their competitors upon the Atlantic 
seaboard and in other sections as would virtually appro- 
priate to them territory contiguous to the Missouri 
River and thereby deprive that territory of the benefit 
of the competition which it now enjoys. Ordinarily such 
rules and practices of transportation should be enforced 
as make for the greatest efficiency and economy, but it 
is by no means certain in this case whether the interest 
of the entire public would be subserved by a change of 
the present system. 


Broadly speaking, cotton piece goods have never 
moved and do not now move under carload rates. Water 
competition between the Atlantic seaboard and Pacific 
coast terminals has forced a carload rate from eastern 
mills to the Pacific coast. This Commission, in the 
Spokane case, 19 I. C. C., 162, recognizing the compeii- 
tive situation which existed between the Pacific coast 
cities and interior cities like Spokane, established a 
carload rating from eastern mills to Spokane. The 
coarser weaves of cotton cloths like ducks, denims and 
drillings are used extensively in the manufacture of 
tents, awnings and cheaper grades of clothing. They 
are in that aspect in the nature of raw material and 
have been in several instances accorded carload rates 
for that reason. The Commission found such rates in 
effect from the East to Salt Lake City, and continued 
similar rates in Commercial Club of Salt Lake City vs. 
A., T. & §S. F. Ry. Co., 19 I. C. C., 218 [Traffic World, 
Oct. 29, 1910, p. 618]. Similar rates have for some 
time been maintained by the carriers to Denver, but 
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aside from these and possibly a few analogous instances 
cotton piece goods uniformly move upon an any-quantity 
rate. In this case we are considering merely the rate 
between the Mississippi and Missouri rivers, a distance 
of less than 300 miles. To establish a carload rating 
here and not elsewhere would be to throw out of bal- 
ance the relation between rates on this important com- 
modity in all parts of the country, which we might well 
hesitate to do. In Kindel vs. B. & A. R. R. Co., 11 
IL Cc. C., 495, we declined to establish a carload rating on 
cotton piece goods from New England to Denver, and 
on the whole we think that ruling should be followed 
here. There are weighty reasons why cotton piece goods 
should be given a carload rating, but if this is to be 
done it should be in some more comprehensive way 
than by an order in the present proceeding. The prayer 
of the complainants for the carload rate will therefore 


be denied. 
Is the Present Any-Quantity Rate Reasonable? 


The any-quantity rate now in effect between the Mis- 
sissippi and Missouri rivers is 35 cents, and this has 
been the rate since 1894. It is named as a commodity 
rate, but was from 1894 down to the taking effect of our 
order in the Burnham-Hanna-Munger case, 14 I. C. C,, 
299, the same as the third-class rate. By that decision 
rates between the rivers upon the numbered classes 
when applied to business originating at the Atlantic 
seaboard were reduced by various amounts, beginning 
with 9 cents, first class. The third-class rate established 
in that case was 30 cents. Subsequently, in the War- 
nock case, 21 I. C. C., 546 [Traffic World, Nov. 25, 1911, 
p. 895], the decision of the Commission in the Burnham- 
Hanna-Munger case was reconsidered and a series of 
class rates established upon business originating east of 
the Indiana-Illinois state line, beginning with 55 cents, 
first class. The third-class rate fixed by that case was 
32 cents, which is still in effect. 

The complainants in the Burnham-Hanna-Munger 
case were large shippers of cotton piece goods, and they 
assumed upon the promulgation of our decision in that 
proceeding that the rate upon this commodity would 
automatically follow the reduction in the third-class rate; 
but the Commission held in Wheeler & Motter Mercan- 
tile Co. vs. C., B. & Q. R. R. Co., 20 I. C. C., 141 [Traffic 
World, Feb. 25, 1911, p. 290], that inasmuch as the 35- 
cent rate upon cotton piece goods was a commodity rate 
it would not be affected by our decision reducing the 
third-class rate. Thereupon this complaint was filed, and 
the real question here is whether the rate on cotton 
piece goods shall be reduced to 32 cents, the present 
third-class rate, or whether it should remain ‘wiiere it is. 

In Western Classification dry goods and cottoa picce 
goods are rated as first class, and the defendants con- 
tend that this is the proper classification, which has 
only been departed from under strain of competitive 
conditions. 

Generally speaking, dry goods are first class in all 
territories, while cotton piece goods usually take a Jower 
rate. In Western Trunk Line territory, which embraces 
the territory in question, cotton piece goods are carried 
as third class, and the complainants insist that if first 
class be the correct rating for dry goods, then cotton 
piece goods ought not to be classified higher than third 
class. 

In support of this contention they show the compara- 


tive weight -per cubic foot, the comparative value per 
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cubic foot and per hundred pounds of cotton piece goo 
and dry goods, the greater liability to damage of ¢: 
goods, and from the facts given deduce the conclusio 
contended for. 

Without attempting to restate here the figures 
may be said that there is a marked difference in t} 
expense of handling dry goods and cotton piece goo: 
If cost of service were to be alone considered, including 
liability for loss and damage, it might weil be fou 
that a third-class rate upon cotton piece goods would | 
fairly equivalent to a first-class rate on dry govuds. Th: 
same conclusion might be reached if reference were had 
entirely to the value of the service. Dry guvds are ot 
much greater value than cotton piece goods. They ar: 
not handled upon so narrow a margin. The freight rat« 
is nothing like as significant, so that on the whole the 
complainants who deal in all classes of dry goods and 
cotton piece goods can well afford to pay a substantially 
higher freight rate upon their dry goods than upon thei! 
cotton piece goods. 

While cotton piece goods are classified as first class 
under the Western Classification, they take a lower rat 
ing elsewhere. In Southern Classification they are fourth 
class, in Official Classification 15 per cent less than sec 
ond class, in Western Trunk Line territory, over which 
Western Classification prevails, this commodity is by ex 
ception rated as third class. 

This Commission has never approved, but, upon il 
contrary, has several times disapproved, of the applica 
tion of first-class rates to the movement of cotton piece 
goods. In Kindel vs. B. & A, R. R. Co., 11 I. C. C., 495 
the rate on cotton piece goods from New England to 
Denver was under consideration. It appeared that this 
rate was constructed by combination of rates to the 
Mississippi River, from the Mississippi River to the Mis- 
souri River, and from the Missouri River to Colorado 
common points. The rate from the Missouri River was 
the first-class rate, and speaking of this the Commis- 
sion said, at page 509: 


But from Missouri River points the rates in 1889 were $1.6( 
the present rates are $1.25, or first-class rates on cotton piec: 
goods. Everywhere else cotton piece goods are carried at lower 
than first-class rates; everywhere else that first-class rates 
have been reduced cotton piece goods have enjoyed a simila: 
reduction, sometimes more, sometimes less: but between thes: 
points, by a singular exception, cotton piece goods are denied 
any differential below first-class rates, though such a differ- 
ential prevails in practically all other localities, save west of 
the Missouri River. 

The third-class rate then in effect from New Eng 
land to Denver was $1.73. The rate established by the 
Commission upon cotton piece goods was $1.50. 

In the Salt Lake case, 19 I. C. C., 218 [Supra], class 
and commodity rates were established from the Missouri 
River to Salt Lake City. The third-class rate was fixed 
at $1.42, while the any-quantity rate on cotton piece 
goods was $1.25. A carload rate of 88 cents was applied 
to ducks and denims, with a minimum of 30,000 pounds 

In the Spokane case, supra, the third-class rate from 
the Missouri River was fixed at $1.83, while the less 
than-carload rate on cotton piece goods was $1.75 and 
the carload rate $1.25. Upon ducks and denims th: 
l. ec. l. rate was fixed at $1.60, c. 1. $1.10. 

If we are to adhere to the rule adopted in all thes 
cases, the rate applied to cotton piece goods in the cas: 
before us ought not to exceed third class. 

In the Warnock case, supra, as the result of matw 
consideration we finally established a third-class rate « 
32 cents, applicable to traffic originating east of th 


Indiana-Illinois state line, as compared with a _ third 
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iss local rate of 35 cents. In so doing we recognized 
principle that the through rate from eastern destina- 
ns to the Missouri River ought to be somewhat less 
n the combination upon the Mississippi River. This 
nciple was applied in that case not only to the num- 
red classes but also to the lettered classes. It is 
ficult to conceive of any reason which could have 
itrolled our action with respect to those class rates 
ich would not be equally influential as to this rate on 
ton piece goods. 


Rate Long Established. 


While the rate on cotton piece goods between the 
souri and Mississippi rivers has always been a com- 
lity rate, and never governed by the classification, 
rictly speaking, still for the last quarter of century 
hat rate has been the same as the third-class rate and 
as always fluctuated with the third-class rate. By ihe 
resent tariffs the third-class rate is applied iu all that 
ritory except as to this movement between the rivers. 
Considering this whole situation it is our opinion 
the present rate of 35 cents as applied to ship- 
nts originating east of the Illinois-Indiana state line 
injust and unreasonable, that the entire througn rate 
unjust and unreasonable, and that this rate between 
» rivers ought not to exceed 32 cents. While no good 
reason is apparent why the third-class rate siould not 
be applied to this traffic between the rivers as well as 
to the movement of cotton piece goods elsewhere in this 
same territory, we shall not require any change in classi- 
fication but shall permit a statement of the reduced 
harge as a2 commodity. rate if desired. 

Rates from New England mills to the Missouri River 
are made by combination upon the Mississippi River so 
that our order reducing the 35-cent rate when applied 
to business originating at eastern points gives to the 
complainants the full measure of relief to which they 
ire entitled as to that traffic. It appears, however, that 
a considerable part of the cotton piece goods handled by 
them originate at southern mills, from which the move- 
ment is under a joint through rate. It was admitted 
that this rate, while published as a joint rate, was really 
made up of the rate established by southern carriers up 
to the Mississippi River, plus the 35-cent rate betweeu 
the rivers, and that a reduction of the inter-river rare 
should carry with it a corresponding reduction of the 
joint rate, 

The southern carriers which join in this rate are 
made parties to this proceeding and were represented 
ipon the hearing, but took no part in the defense, it 
being understood that the controversy related solely to 
ie rate between the rivers. Under these circumstances 
we are of the opinion that the joint through rates from 
these southern mills which are put in issue by the com- 
plaint are unjust and unreasonable by 3 cents per 100 
pounds, and that rates not exceeding those less than 
the present rates by that amount should be established 
for the future. 

Rates to Sioux City from southern mills seem to 
be somewhat higher than those to other points upon the 
Missouri River. We are of the opinion that the same 
reduction should be made to Sioux City in all cases as 
is made to other Missouri River points. 

These complainants claim reparation with respect to 
shipments which moved within two years previous to 
the filing of their complaint. 

In the Burnham-Hanna-Munger case we allowed repa- 
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ration with respect to shipments covered by our order 
moving subsequent to the effective date of that order. 
It will be remembered that owing to legal proceedings 
the rates ordered did not take effect until Oct. 26, 1910, 
shortly before the expiration of the order itself. Repa- 
ration in that case was confined strictly to commodities 
covered by our order. In the Warnock case, supra, we 
finally established by order effective Dec. 31, 1911, the 
present scale of class rates which is now in effect. That 
decision first established a third-class rate of 32 cents 
applicable-to traffic originating east of the Indiana-Illi- 
nois line. We hold under all the circumstances of this 
case that the rate of 35 cents paid by the complainants 
up to Dec. 31, 1911, has not been shown to be unjust 
and unreasonable, but that since that date any exaction 
above 32 cents has been unjust and unreasonable, and 
reparation will be awarded accordingly. 


As already noted, the Commission reduced the third 
class rate by its decision in the Burnham-Hanna-Munger 
case from 35 to 30 cents, and this reduction was made 
effective: by tariff Oct. 26, 1910. This tariff continued in 
effect until Dec. 31, 1911, when it was supplanted by 
tariff filed in accordance with our order in the Warnock 
case. The complainants in No, 5060 contend that under 
the tariff of October 26 the rate legally applicable to 
the movement of cotton piece goods originating in New 
England from the Mississippi River to the Missouri 
River was 30 cents per 100 pounds, and that they are 
entitled to reparation in the amount of the difference 
paid under the 35-cent rate and the 30-cent rate which 
should have been collected. 


This claim is not based upon and does not put in 
issue the reasonableness of the rate charged. It involves 
simply a question of tariff construction. The same ques- 
tion was presented and decided by the Commission ir 
Wheeler & Motter Mercantile Co. vs. C., B. & Q. R. R. 
Co., 20 I. C. C., 141, adversely to the contention of the 
complainant. A motion for rehearing in that case was 
made and denied. That question must therefore be re- 
garded as finally disposed of. 


ORDERS. 
No. 5060. 
5060 (Sub-Nos. 1 to 57). 
No. 5200. 
No. 5283. 
Nos. 5286 and 5286 (Sub-Nos. 1 and 3). 

1. These cases being at issue upon complaints and 
answers on file, and having been duly heard and sub- 
mitted by the parties, and full investigation of the mat- 
ters and things involved having been had, and the Com- 
mission having, on the date hereof, made and filed a 
report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and 
made a part hereof, and having found that defendants’ 
rates for the transportation of cotton piece goods from 
the Mississippi River crossings, St. Louis, Mo., to East 
Dubuque, Ill, inclusive, to the Missouri River cities, 
Kansas City, Mo., to Sioux City, Ia., inclusive, and to 
points taking the same rates, as part of the through 
rates on through shipments from points of origin east 
of the Indiana-Illinois state line, commonly known as 
Trunk Line, Central Freight Association, Southeastern 
and Carolina territories, to the said Missouri Rivér cities, 
and to points taking the same rates, are unreasonable to 
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the extent that said rates exceed those named in para- 


graph 3 hereof: 

2. It is ordered, That defendants the Missouri Pa- 
cific Railway Co.; the Chicago & Alton Railroad Co.; 
the Wabash Railroad Co., and Frederick <A. Delano, 
William K. Bixby and Edward B. Prior, receivers there- 
of: the Atchison, Topeka & Santa Fe Railway Co.; Chi- 
cago, Milwaukee & St. Paul Railway Co.; the Chicago, 
Rock Island & Pacific Railway Co.; Chicago, Burling- 
ton & Quincy Railroad Co.; Chicago Great Western 
Railroad Co.; the St. Joseph & Grand Island Railway 
Co.; Chicago & Northwestern Railway Co., and [Illinois 
Central Railroad Co. be, and they severally are hereby, 
notified and required to cease and desist, on or before 
Sept. 15, 1913, and for a period of two years thereafter 
to abstain, from charging, demanding, collecting or re- 
ceiving as parts of the through rates applying from the 
said Mississippi River crossings to the said Missouri 
cities, and to points taking the same rates, on through 
shipments of cotton piece goods moving under the rates 
from said points of origin east of the Indiana-Illinois 
state line to the Missouri River cities and to points tak- 
ing the same rates, their present rate of 35 cents per 
100 pounds. 

3. It is further ordered, That said defendants be, 
and they severally are hereby, notified and required to 
establish, on or before Sept. 15, 1913, upon notice to the 
Interstate Commerce Commission and the general public 
by not less than five days’ filing and posting in the 
manner prescribed in section 6 of the Act to regulate 
commerce and for a period of two years after the said 
Sept. 15, 1913, to maintain as parts of the through raies 
applying from the said Mississippi River crossings to 
the said Missouri River cities, and to points taking the 
same rates on through shipments of cotton piece goods 
moving under the rates from said points of origin east 
of the Indiana-Illinois state line to said Missouri River 
cities, and to points taking the same rates, a rate which 
shall not exceed 32 cents per 100 pounds. 


No. 5200 (Sub-No. 1). 
No. 5283 (Sub-No. 1). 
No. 5286 (Sub-No. 2). 


1. These cases being at issue upon complaints and 
answers on file, and having been duly heard and sub- 
mitted by the parties, and full investigation of the mat- 
ters and things involved having been had, and the Com- 
mission having, on the date hereof, made and filed a 
report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and 
made a part hereof: 

2. It is ordered, That defendants the Atchison, To- 
peka & Santa Fe Railway Co.; Chicago Great Westeru 
Railroad Co.; Chicago, Burlington & Quincy Railroad 
Co.; the Chicago & Alton Railroad Co.; the Chicago, 
Rock Island & Pacific Railway Co.; the Missouri Pacific 
Railway Co.; the St. Joseph & Grand Island Railway Co.; 
Missouri, Kansas & Texas Railway Co.; the Wabash 
Railroad Co., and Frederick A. Delano, William K. Bixby 
and Edward B. Pryor, receivers thereof; Alabama Great 
Southern Railroad Co.; Alabama & Vicksburg Railway 
Co.; Athens & Tellico Railway Co.; Atlanta & West 
Point Railroad Co.; Atlanta, Birmingham €& Atlantic 
Railroad Co., and S. L. Schoonmaker and H. M, Atkin- 
son, receivers thereof; Atlantic & Western Railroad Co.: 
Atlantic Coast Line Railroad Co.; Augusta Southern 


Vol. XII, No 


Railroad Co.; the Baltimore & Ohio Railroad Co.: bk: 
nettsville & Cheraw Railroad Co.; Birmingham & 
lantic Railroad Co.; Birmingham & Southeastern Ra 
way Co.; Blue Ridge Railway Co.; Carolina & Nort 
western Railway Co.; Carolina, Clinehfield & Ohio Ra 
way Co.; Central of Georgia Railway Co.; Charlest 
& Western Carolina Railway Co.; Chattahoochee Vall 
Railway Co.; the Chesapeake & Ohio Railway Co.; t! 
Cincinnati, New Orleans & Texas Pacific Railway ( 
the Cleveland, Cineinnati, Chicago & St. Louis Railw 
Co.; Columbia, Newberry & Laurens Railroad Co.; Da 
ville & Western Railway Co.; Durham & Southe: 
Railway Co.; East Carolina Railway; East Tennessee « 
Western North Carloina Railroad Co.; Georgia & Florid 
Railway; Georgia Northern Railway Co. of Georgia 
Georgia Railroad; Georgia Southern & Florida Railway) 
Co.; the Georgia Southwestern & Gulf Railroad Co 
Illinois Central Railroad Co.; Laurinburg & Souther 
Railroad Co.; Louisville & Nashville Railroad Co.; Louis 
ville, Henderson & St. Louis Railway Co.; Macon & Bi: 
mingham Railway Co., and J. B. Munson, receiver there 
of; Macon, Dublin & Savannah Railroad Co.; Mobil: 
& Ohio Railroad Co.; Nashville, Chattanooga & St. Louis 
Railway; Norfolk & Western Railway Co.; Northern Ala 
bama Railway Co.; the Pickens Railroad Co.; the Pitts 
burgh, Cincinnati, Chicago & St. Louis Railway Co 
Raleigh & Charleston Railroad Co.;. Raleigh, Charlott: 
& Southern Railway Co.; Randolph & Cumberland Rail 
way Co.; St. Louis & San Francisco Railroad Co.: St 
Louis Merchants Bridge Terminal Railway Co.; Seaboard 
Air Line Railway; Southern Railway Co. South Georgia 
Railway Co.; Tennessee Central Railroad Co.; Termina 
Railroad Association of St. Louis; Union & Glen: 
Springs Railroad Co.; Union Point & White Plains Rai! 
road Co.; Valdosta, Moultrie & Western Railroad Co 
Vandalia Railroad Co.; Virginia & Carolina Southern 
Railroad Co.; Virginia & Southwestern Railway Co.; th: 
Virginian Railway Co.; the Western Railway of Alabama 
Western & Atlantic Railroad; Wiggins Ferry Co.: Wins 
ton-Salem Southbound Railway Co.; Wrightsville & Te! 
nille Railroad Co.; the Yazoo & Mississippi Valley Rail 
road Co.; Chicago, Milwaukee & St. Paul Railway Co 
Chicago & Northwestern Railway Co.: the Great Nort 
ern Railway Co.; Gainesville Midland Railway; New 


Orleans & Northeastern Railroad Co.: Norfolk Southern 


Railroad Co.; Southern Railway Co. in Mississippi; th: 
Baltimore & Ohio Southwestern Railroad Co.; Cliffsid: 
Railroad Co.; Lancaster & Chester Railway Co., and 
Rockingham Railroad Co., according as their routes ma 
run, be, and they are hereby, notified and required 
cease and desist, on or before Sept. 15, 1913, and for 
period of two years thereafter to abstain, from char: 
ing, demanding, collecting or receiving their prese! 
joint through rates for the transportation of cotton pie: 
goods from points in the states of Alabama, Georgi 
North Carolina, South Carolina and Tennessee, speci! 
ally named in western cotton goods tariff No. 1, I. 
C. No. A-14, issued by E. H. Hinton, agent, to the M 
souri River cities, Kansas City, Mo., to Sioux City, I: 
inclusive, and to points taking the same rates, whi 
rates are found in said report to be unreasonable. 


3. It is further ordered, That said defendants, 
cording as their routes may run, be, and they are he! 
by, notified and required to establish, on or before Se! 
15, 1913, upon notice to the Interstate Commerce Co 
mission and to the general public by not less than fi 
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vs’ filing and posting in the manner prescribed in 
tion 6 of the Act to regulate commerce, and for a 
riod of two years after said Sept. 15, 1913, to main- 
n and apply to the transportation of cotton piece goods 
ym said. points of origin in the southern states de- 
ibed in paragraph 2 hereof to said Missouri River 
ies, joint through rates which shall not exceed 3 
nts per 100 pounds less than the present rates, as 
es 3 cents less than the present rates are found in 
d report to be reasonable. 


HARDWOOD RATE REASONABLE 


OPINION NO. 2415 
(28 I. C. C. Rep., P. 215.) 
NATIONAL LUMBER EXPORTERS’ ASSOCIATION VS. 
ST. LOUIS, IRON MOUNTAIN & SOUTHERN RAIL- 
WAY CO. ET AL. 


Submitted April 22, 1913. Decided June 3, 1913. 


te of 15 cents per 100 pounds for the transportation of hard- 
wood lumber from Pine Bluff and Dermott, Ark., to New 
when for export, not found unreasonable. 


CASE NO. 4452 


Orleans, La., 

H. M. Armistead and Ashley Cockrill for complainants. 

M. L. Clardy, H. G. Herbel and F. G. Wright for St. 
Louis, Iron Mountain & Southern Railway Co. and Texas 
& Pacific Railway Co. 

Report of the Commission. 
PROUTY, Commissioner: 

This complaint attacks rates upon hardwood lumber 
from points in Arkansas to New Orleans, when for export. 
While the complaint is professedly brought in behalf of 
il the members of the association exporting lumber from 


the territory in question, only two firms were represented 
ipon the hearing, the rates specifically mentioned being 


those from Pine Bluff and Dermott. These export rates 
from Arkansas points are stated in groups, and run from 
15 to 18 cents per 100 pounds. Pine Bluff and Dermott 
ire both in the 15-cent group. The short-line distance 
from Dermott is 348 miles; from Pine Bluff 414 miles. 


The complainants rely upon evidence of three kinds. 
It is shown, in the first place, that at the present time 
only the higher grades of lumber are manufactured. The 
best part of the tree is brought to the mill and sawed, 
the balance being left in the forest to decay. The com- 
plainants urge that such rates should be established as 
would enable lumbermen to market the poorer qualities 
of lumber, thus preventing the waste which now results. 


The maximum reduction suggested is 3 cents per 100 
pounds, equivalent to about $1.20 per 1,000 feet for this 
hardwood lumber. While this is a significant amount and 
might be a fair profit of itself in the handling of lumber, 
t is doubtful whether a reduction in that amount would 
have the effect of bringing into use the poorer quality 
vhich is now left in the forest. 

Moreover, these rates are for export. The testimony 
1iows that this export lumber is worth from $40 to $60 
er 1,000 feet at the mill, while the poorer grades are 
vorth from $10 to $15 per 1,000 feet. The lewer grades 

lumber cannot be exported, and for this reason a 
eduction in this export rate, while benefiting the com- 
lainants in comparison with their competitors, would not 
ubstantially change the character of the business as now 
onducted. If these logs of inferior quality, which are 
ow suffered to waste, are to be put to any use, some 
lomestic market must be found, and this will not be by 

reduction in the rate for foreign consumption. 
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The second claim of the complainants is that rates 
from Dermott and Pine Bluff to Louisiana points are so 
high in comparison with corresponding rates from Mem- 
phis that the complainants located at these Arkansas 
points cannot successfully compete with dealers at Mem- 
phis. 

Memphis has long been an extensive lumber manu- 
facturing and handling center. The supply of logs in the 
vicinity of Memphis has been exhausted by these opera- 
tions, so that to-day supplies for the Memphis mills must be 
drawn from considerable distances. These logs come in 
part by water and in part by rail. Upon the other hand, 
Pine Bluff and Dermott are located in close proximity 
to the forest from which their logs are drawn. It was 
suggested that the rates on logs into Memphis from 
points in Arkansas were unduly low in comparison with 
those to the mills of the complainants at Dermott and 
Pine Bluff, and an examination of the tariffs indicates 
that in some instances there may have been a discrimi- 
nation of this sort, which has, however, been corrected. 
As the tariffs now stand, rates on rough logs into Mem. 
phis are as high, mile for mile, as those to Pine Bluff 
and Dermott, with the result that the complainants pay 
much less for their logs than do their competitors at 
Memphis. It is by no means certain that the advantage 
of the complainants in the price of their logs does not 
more than offset the advantage of the Memphis manu- 
facturer in his rate upon the manufactured product. It 
appeared that one of the complainants had formerly been 
located at Memphis, but had discontinued his business 
at that point, purchased large tracts of timber in Arkansas 
and moved his operations to this state. 

In Thompson Lumber Co. vs. I. C. R. R. Co., 13 I. C. 
C., 657, the Commission condemned a rate of 12 cents 
from Memphis. to New Orleans and established a rate 
of 10 cents. The distance from Memphis via the Illinois 
Central, the short line, is approximately 400 miles, some- 
what greater than the average distance from Pine Bluff 
and Dermott. The complainants insist that if 10 cents 
is a fair rate from Memphis then 15 cents is an excessive 
rate from their mills, and this is the third and the 
substantial claim which they present. 

It has been noted that these rates from Arkansas 
points are stated by groups, and the average distance 
from points in the 15-cent group is somewhat greater 
than from the two points involved, but certainly not in 
excess of 450 miles. The defendants insist that a rate 
of 15 cents for this distance from points in Arkansas 
to New Orleans is no more than a rate of 10 cents from 
Memphis, for the reason that the expenses of construc- 
tion and maintenance and the conditions of operation 
upon their lines to the west of the Mississippi River are 
much less favorable than those upon the Illinois Central 
to the east of that river. It was said in a general way 
that grades were harder, that traffic was much less dense, 
that climatic conditions were more severe, and that in 
every respect the cost of construction, maintenance and 
operation on these lines greatly exceeded that upon the 
Illinois Central. All this is extremely indefinite and 
would hardly sustain the position of the defendants were 
the issue stil] an open one; but apparently the question 
here presented has been already disposed of by the very 
recent decision of this Commission in National Lumber 
Exporters’ Asso. vs. K. C. S. Ry. Co., 25 I. C. C., 78 [Traffic 
World, Nov. 23, 1912, p. 804]. In that case export rates 
on hardwood lumber from points in the state of Louisiana 
to New Orleans were before us. The points of production 
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involved in that case were located upon the lines of the 
St. Louis, Iron Mountain & Southern in the northern part 
of Louisiana between the points of production here in- 
volved and New Orleans. The rate was 14 cents per 
100 pounds for an average distance of 290 miles. The 
domestic rate from the same mills to New Orleans as 
established by the railroad commission of Louisiana was 
10 cents per 100 pounds, and the contention of the com- 
plainants was that no higher rate could reasonably be 
applied when the lumber was for export. The Com- 
mission held that the 14-cent rate was reasonable and 
declined, upon motion for rehearing, to disturb that con- 
clusion. 

The traffic which moves under the 15-cent rate before 
us passes through these points from which the 14-cent 
rate applies. The distance is nearly 100 miles greater. 
All the incidents of the traffic are the same. It is im- 
possible to condemn the 15-cent rate from these Arkansas 
points unless we first retract our approval of the 14-cent 
rate from the intermediate Louisiana points. This we 
are not disposed to do under the circumstances. That 
case was fully tried, and we must accept the final con 
clusion as correct. 

To avoid any misconception for the future, an addi- 
tional word should perhaps be said. The complainants 
point out that their rates not only to New Orleans but in 
all other directions are too high as compared with Mem- 
phis and all other competing localities. We consider here 
merely the export rates to New Orleans without reference 
to any other rate. The Commission now has under ad- 
visement in a proceeding instituted upon its own motion 
lumber rates from this whole territory to northern mar- 
kets, and the same question is presented in one or more 
complaints brought by private parties. If this should 
result in a breaking up of the broad groups which now 
obtain in this section and in a readjustment of lumber 
rates, the present finding should not be held to debar 
the mills of the complainants from any benefit which 
they might otherwise obtain from such readjustment. 

The complaint will be dismissed. 


FOREMAN’S JUDGMENT AT FAULT 


Chief Inspector Belnap of the safety appliance divi- 
sion has submitted his report concerning the wreck of 
the Oregon-Washington passenger train near Lakeview, 
Wash., May 12, while running on the track of the Northern 
Pacific. The train was derailed, causing the death of 
three passengers, one employe and the injury of seven 
passengers. The derailment was caused by an uneven and 
insecure track and the failure of the track foreman to 
adopt necessary precautions to insure the movement of 
passenger trains at the customary speed while the annual 
renewal of ties was being made at that point. He did 
not use torpedoes or flags to caution the engineman. 

The report says it was an error of judgment on the 
part of the foreman, who had been foreman for 29 years. 
He decided that the work he was doing did not require 
him to put out a flag. The rule on the subject left the 
question to be answered by him in his discretion. His 
judgment was that the ties and spikes he had removed 
did not render the sectoin of the road unsafe within the 
meaning of the rule. Four passenger trains had passed 
in safety over the section, although not at 60 miles an 
hour, as the derailed train was supposed to be moving. 

The recommendation in the report is that the rule 
be made more definte, so that the whole burden of de- 
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ciding what is safe or otherwise is not placed upon th: 
track or section foreman. Superiors of the track forema 
expressed the opinion that he had shown good judgment 
one of them saying that the track was constructed s 
as to be able to withstand stresses four or five times 

great as, in theory, any train could put upon it. He ad 
mitted that the removal of ties, spikes and ballastin 
had reduced the factors of safety, but not that they had 


‘been entirely eliminated. 


EXPRESS COMPANIES MAKE NO MOVE 


As yet no application has been made by the expres 
companies for more time in which to prepare then 
selves for the observance of the order reducing rates 
Nothing is known at the Commission as to the views « 
the companies that they cannot get out the rules and 
tariffs in time, beyond the statement made on the night 
of the day when the order was made public. It is as 
sumed that that statement reflected the views of th 
man who was doing the talking, but unless applicatio1 
is filed with the Commission there can be no days < 
grace. 

The expectation is that the express companies wil! 
apply to the Commerce Court for an injunction, but 
that the application will not be made until absolutely 
necessary, owing to the uncertainty as to whether thers 
will be a Commerce Court by the time it becomes ne 
essary to initiate judicial proceedings. The query as ti 
whether the Commission has authority to revise 
whole schedule of rates is pending before the Suprem« 
Court in the fourth section and intermountain cases 
In the express case the quality of the query will not be 
changed, but it will be more pointed because the rates 
prescribed are for every shipment possible to be made 
by the express companies, other than for the transfer 
of money by means of checks or letters of credit. 


PLEAD GUILTY TO FALSE CLAIMS 


According to information made public by the Inte! 
state Commerce Commission, DeWinter & €o., John G 
DeWinter, Edward M. Garrison, Henry E. Wheeler and 
George Miller, all of whom had been previously indicted 
by the grand jury for the Southern District of New York, 
pleaded guilty before Judge Mayer of that court to the 
two counts of the indictment which charged attempts to 
obtain discrimination, first, by being accorded damages 
without a complete examination into the breakage of cer- 
tain interstate shipments of eggs, and second, by obtain 
ing more expeditious delivery of the same. 

The firm of DeWinter & Co. was fined $5,000 on the 
third and $2,000 on the fifteenth count, both of which 
charged attempts to secure discrimination by the above 
stated means; John C. DeWinter, president of the com- 
pany, was fined $2,500 and $500, respectively, on the same 
counts; Edward M. Garrison, who was the prime mover 
in the scheme, says the report, and made the false claims 
for breakage and secured discrimination by bribery of 
inspectors of the railroads, was fined $2,500 on the third 
and sentence was suspended on the fifteenth count. In- 
asmuch as Harry D. Wheeler and George Miller were em- 
ployes of the DeWinter company and were acting under 
its instructions, their sentences have been suspended, 
but should they do anything contrary to the law within 
one year from that date, penalties may be invoked under 
the old indictments. The total fines assessed in this case 
amounted to $12,500. 
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PAYING FOR TARIFFS 


comprehensive argument 
against plan of requiring shippers to pay for tar- 

that has come to the attention of THE TRAFFIC 
WorLD, was addressed by the traffic department of Sulz- 
berger & Sons Co. to Mr. C. Haile, vice-president and 
manager Missouri, Kansas & Texas Railway, St. 
Louis, Mo.., date of June 24: 

“In reference to Mr. Leland’s 

6, showing prices to be charged for freight tariffs, 
against the operation of 
reason for the adop- 
for tariffs is a finan- 
toward intended 
From your stand- 


The following, the most 


the 


traffic 
under 
Special Circular 
wish to file 
circular. We 
tion rf the system of 


our protest 
judge the first 
charging 


words, it is a 


+ 
t S 


cial one, in other move 
economy on the part of the carriers. 
point it is very well to figure that if the shippers will 
pay for tariffs will a great deal of 
in printing and postage, but a further analysis 
that it is a false economy. 
first place, we are rightfully 
schedules, just the same as our pur- 
department is entitled to the favor of cata- 
from manufacturers. We are buying transpor- 
from you at different prices and, as the price 
transportation is quite a factor in the build- 
we must have early and correct 
the freight rate. Years of experi- 
has us and you that we cannot depend 
telephone and writing to your offices for this in- 
must be available on the moment, and it 
is on that account the large ship- 
enormous expense their own rate 
department. It is more simple for the 
lines to furnish these tariffs free and promptly and 
systematically than to continually handle them in their 
files for the quotation of the enormous volume of 
required by a house of this size. We train our 
quotation clerks in the figuring of rates and rules 
our business and it is only reasonable to 
they are more capable of quoting 
than your rate clerks, and, without 
your quotation bureaus, the rates 
our sales departments are more ac- 
more value to us commer- 


these you save 
money 
ill show 

“In the entitled to 


know your rate 
chasing 
logues 
tation 
of the 
ing of 


information as to 


our prices, 


ence shown 
upon 
formation; it 
correct. It 
at an 


nust be 
pers maintain 


quotation 


own 
rates 
rate 
peculiar to 
suppose, therefore, 
the correct rate 
any reflection on 
quoted by us to 
curate and therefore of 
cially. 
“Your 
tent of the 
bureau. We 


folks probably do not realize the full ex- 
use made by us of our rate quotation 
are often called upon for a statement of 
to five hundred rates which must be given im- 
mediately and which must be absolutely correct. It 
would be a serious matter if we were compelled to 
send a messenger to your office and have him wait 
flor these rates and then, as we have said above, the 
rates would not be as dependable as those ascertained 
by ourselves. It would be a most serious handicap to 
us commercially and, in the second place, would cre- 
ate a number of overcharges which, without the opera- 


one 


individual bureau, could not be detected 
by us, and, with all due regard to the revising di- 
visions of your auditing departments, these are not 
caught and refunds made as under our system of re- 
vising. If we are compelled to abolish our rate quota- 
tion bureau on account of this additional expense, which 
will make private rate bureaus prohibitive, you can 
readily see the additional expense to your lines will 
be more than the saving to us and the inconvenience 
to us will be inestimable. You will have the addi- 
tional expense of quotation clerks, revising clerks and 
claim clerks; big business cannot be handled smoothly 
and there will be constant friction and chaos. 

is another point, and that is the analysis © 
situations. I am sure you will personally agree 
assistance of specially trained traffic men 
in adjusting rate bases around the coun- 
try. I know it is true the average railroad represen- 
tative at rate. meetings looks with disfavor on any 
proposition for a reduction in rates, but it is never- 
theless true that a reduction in the rates does not 
always mean a reduction in the earnings, and it is 
necessary that this point be fully analyzed and ex- 
plained by the commercial traffic manager, and he 
cannot do this without having in hand the tariffs in 
order to compare the effect on the different localities. 


tion of our 


“There 
of rate 
that the 
is necessary 


“I spoke to you on this point when in Chicago 
recently illustrating to you that while your represen- 
tatives at these meetings understood their rate bases, 
they do not appreciate the relation of a freight rate to 
commercial interests. You cannot well deny the value 
of the commercial traffic manager to the shipper as 
well as to the carrier, and if you deprive him of free 
access to the prices which you charge for the only 
commodity you sell, transportation, it is only reasona- 
ble to assume that his efficiency will be practically 
destroyed unless you are willing to assume the enor- 
additional expense of providing accurate and 
prompt information. 


mous 


“Your proposed plan of charging us for your cata- 
logue of freight rates will work decidedly to your 
disadvantage, and in any case it would work toward 
heavy financial loss to you. On account of the ex- 
treme chaos which would be brought about by’ the 
system of railroad quotation of all rates, it would be 
a step backward commercially, and surely the execu- 
tives who are vitally interested in the development of 
traffic could not afford to sanction any move which 
would hinder development of our business. 


“The document issued by the Interstate Commerce 
Commission is not an order, merely an extremely in- 
formal opinion that the plan of charging for tariffs 
would not be illegal. The Commission has not in any 
way dwelt on the feasibility nor the propriety of such 
a plan, and it was with considerable surprise we 
learned that your lines had attempted the initial step 
in charging for tariffs without consulting the shipping 
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interests, on whom the effect would be to hamper 
their operations and, without development and prog- 
ress, such as we have experienced in the past, re- 
flect on your tonnage and in addition impose upon 
you immediately an enormous additional expense in 
clerical hire. 

“There is another point we wish to put forth for 
consideration, and that is the publication and distri- 
bution of rate information in various forms in addi- 
tion to published tariffs. We have sent to us from 
time to time cards, particularly from fast freight lines, 
outlining their service and quoting certain figures for 
rates given as a matter of information, and then, too, 
there is the question of passenger department fold- 
ers, giving passenger rates; and the thought occurs 
to me whether all of this would not, under your plan 
of charging for tariffs have to be eliminated from 
publication, that is, since everybody must be treated 
alike in the matter of transportation charges (and it 
cannot be denied that passenger carriage is transpor- 
tation under the Act to regulate commerce), would it 
not be necessary to make a charge for passenger fare 
folders as well, on the theory that the distribution of 
information as to transportation charges must be made 
to all alike? On the same basis could you legally 
furnish us, gratis, with information as to your pas- 
senger fares, which is a big factor in our commer- 
cial development, and make a charge to us for in 
formation as to your freight schedules? If this applied 
to us, it must apply to the public in general. 

“We are quite sure, on further reflection, your 
Executive Committee will find: 

“That the adoption of the system of charging for 
freight tariffs is wrong in theory; 

“That it will not be economy to you, but will 
be an expense; 

“That it will be an enormous loss to all shippers 
of any consequence whatever; 

“That it will, instead of working for simplicity, 
create chaos in general in shipping conditions; 

“That your service to the public will be seriously 
impaired ; 

“That your assistance in the development of com- 
merce, which is tonnage, will not be as efficient as at 
present. 

“In fact, that it will be impossible to carry on 
our highly developed commercial relations as at pres- 
ent. 

“We earnestly protest against any such action as 
outlined in Mr. Leland’s Special Circular No. 6, effec- 
tive July 1, 1913. 

“SULZBERGER & SONS CO., 
“E. W. Skipworth.”’ 





The following is a copy of a letter addressed to 
F. A. Leland, agent Southwestern Tariff Committee: 

“We are in receipt of your Circular No, 6 and 
Supplement No. 1 thereto, advising us that after Octo- 
ber 1 it was the intention of your commission to make 
charges for copies of tariffs issued by you as agent 
for the Southwestern Lines. 

“While we appreciate the fact that an enormous 
expense is entailed in the compiling, printing and dis- 
tribution of these tariffs, yet, at the same time, we 
believe that the carriers who are members of your 
association are saved a great deal of money and time 
which would be used in quoting rates and correspon- 
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dence with shippers and receivers, who, if in po 
session of tariffs, would find it umnecessary to con 
municate either with their officials or your good bod 
My long railroad experience has convinced me tha 
75 per cent of those requesting tariffs have no re: 
use for such, being oftentimes prompted by curiosi: 
or finding the use of tariff necessary only on the o1 
occasion, yet they permit your committee to pla 
them on your regular mailing list and continue 
have same mailed to them, regardless of the necessi 
for such issues. 

“We cannot help but feel that the carriers, m« 
bers of your committee, are agreeable to what 
consider the legitimate distribution of such tari 
without expense to those using them, and we beli« 
that a very small charge would accomplish the pu 
pose you have in mind, namely, the elimination 
those not really requiring tariffs. I think the sug 


gestion made by W. V. Hardie, traffic manager and 


secretary of the Oklahoma Traffic Association, of 
charge of 25 cents per year per tariff would solve tlh: 
question without imposing any hardship on those wh 
receive and have a legitimate continuous use for you 
tariffs. 

“Our company, covering as it does, the entir: 
United States and Canada in distributing its prox 
ucts, finds it necessary to maintain a very extensiv: 


tariff file. Yet, at the same time, the tariffs issued 


by your association for the roads in your territor) 
make up over one-third of my tariff file. Not only 
that, but your issues and supplements are subject t 
more changes than that of all the other tariffs, mal 
ing, on the basis of your proposed charges, quite 

item of expense that we do not feel should be in 
posed on the liberal patrons of your good compan) 


and I heartily second the protest filed by Mr. Hardie 


and respectfully ask at your hands serious considera 
tion of his proposition. 
“ATLANTIC FRUIT DISTRIBUTORS., INC., 
“O. G. Cook, Traffic Manager.” 


DELIVERY CANCELLATION EFFECTIVE 





The Commission has decided to allow the tariffs ca 
celing store delivery service for Washington and Bal! 


more, after September 1, to become effective. Notice to 


that effect has been sent to A. E. Beck, traffic manag: 
of the Baltimore Merchants’ and Manufacturers’ Associa 
tion. 

The letter says that the refusal of the Commissio 
to suspend the tariffs-is without prejudice to the right « 
Baltimore or Washington, or both, to file formal complai! 


against the rates that will then become effective an‘ 


which, of course, will be higher for the service, for t) 
simple reason that the delivery will be at the freig 
stations instead of at the doors of consignees. 


ASK TELEPHONE QUESTIONS 

The Commission on August 8 issued an order to t 
telephone companies engaged in interstate commerce 
make answer to a series of questions as to their businé 
on or before October 1. The questions pertain to t 
capitalization, organization, revenues and physical conn 
tion with the exchanges of other companies. It is an 
vestigation initiated by the Commission and has long be 
foreshadowed. 
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IN THE SUPREME COURT 


RAILROAD AND LUMBER CO. SAME 


irche River Lumber Co., Plain- | In error to the Su- 
preme Court of 


iff in Error, vs. Bryant Lumber | 
the state of Ar- 


™ | kansas. 
[June 9, 1913.] 
ir. Justice Lamar delivered the opinion of the court. 
The Bryant Lumber Co. had its mill and sawmill 
nt at or near Bigelow, Ark., on the Rock Island Rail- 
id. The Fourche Lumber Co.’s plant was located near 
on a spur track laid about a mile from the main 
line of the Rock Island Railroad. Both of these lumber 
ompanies owned timber in a rough, hilly country, which 
ould only be reached by a railroad, belonging to the 
iryant company. The Fourche Lumber Co. had already 
iit a road on this land, claiming that it had been 
granted a right-of-way by the Bryant company, and had 
applied for a railroad charter. This application was re- 
sisted by the Bryant company, which denied that it had 
made any grant of a right-of-way. Finally, and in order 
to avoid threatened litigation, the parties, in August, 
1905, entered into an agreement in which, among many 


other matters, it was provided that a charter should be 
granted to the Fourche River Valley & Indian Territory 
Railroad, to be organized by the Fourch company; that 
the Bryant company would grant this Fourche Railroad 
a right-of-way and that the Fourche company was to ar- 
range for the building of switches to enable the Bryant 
company to reach its timber, which was to be transported 


at 37% cents per 100, and that “the price for hauling 
future acquired lumber of the Bryant company over the 
Fourche R. V. & I. T. R. R. should be fixed by a board 
of arbitrators, who should have authority to settle any 
differences that might arise between the parties as to 
the details of carrying out the contract, and “so that the 
Bryant company might be secured against any discrimi- 
nation in favor of the Fourche company in the transac- 
tion of its business, and the Fourche company shall be 
required to carry timber and other freight equally with- 
out discrimination for or against the Bryant company.” 

The Fourche company agreed that it would cause the 
contract to be ratified by the Fourche River Ry. & Indian 
Territory R. R. Co. Thereafter the contract was carried 
out; the Fourche Railroad was incorporated; the Bryant 
company made to it a conveyance of the right-of-way, as 
stipulated; the railroad was constructed and hauled 
freight in intrastate and interstate commerce. 

There was evidence that all of the stock of the rail- 
ad, except one or two qualifying shares, were held by 
he persons who owned the Fourche Lumber Co., but the 
wo corporations kept separate books, and when the 

railroad made dividends they were paid to its stock- 
holders of record. 

In August, 1907, differences arose between the parties 
and under the provisions of the contract the Bryant 
company demanded an arbitration of several matters in 
issue—among others submitting to the board the follow- 
ing proposition: 


“Fourth. That the Fourche River Lumber Co., through 
the Fourche River Valley & Indian Territory R. R. Co., shall 
Secure to the Bryant Lumber Co. from the Fourche River 
Valley & Indian Territory R. R. Co., the same freight conces- 

ons as are now enjoyed by the Fourche River Lumber Co. 
'hrough its interest and the interest of its owners in the 
suurche River Valley & Indian Territory R. R. Co.” 
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The arbitrators found in favor of the Bryant com- 
pany, and the terms of the award not having been com- 
plied with, the Bryant company brought suit against the 
Fourche Lumber Co. 

It appears that under the blanket rate, then of force, 
the same rate of freight charged from any point 
in Arkansas to St. Louis, to Memphis or to Oklahoma 
points. Out of this through rate the Rock Island allowed 
2, 3 and 3% cents to the Fourche Railroad on all lumber 
originating on such road and shipped over the Rock 
Island to St. Louis, Memphis or Oklahoma. This divi- 
sion of through rate between the two roads on interstate 
shipments was noted on the tariffs filed with the Inter- 
state Commerce Commission. 

On the trial the president of the Bryant company tes- 
tified that it had shipped 13,251,759 pounds of lumber 
in interstate shipments, and on it the Bryant company 
claimed 2 cents per 100. 

Being asked what was the basis of the claim, he 
said: “They are getting it.” Q. Who is getting it? 
A. The Fourche River Vy. & Indian River R. R., which 
are the same people as the Fourch River Lumber Co. 
Q. They are two separate and distinct corporations? 
A. Yes.” In reference to the claim for failing to lay 
the tracks and switches as agreed, he was asked: “Did 
the Fourch Railroad furnish you with a profile? A. I 
don’t knoow that it was the railroad company; it was 
the lumber company, I think. Q. Who did you get the 
profile from?—the lumber company or the railroad com- 
pany? A. I don’t know. To me they are all the same. 
Q. I understand that; it is to your advantage to have 
them all the same, but as a matter of fact from which 
institution did you get the profile? A. I could look at 
the papers and see which one wrote the letter, but it is 
the same people all the time.” 

The defendant excepted the refusal of the court to 
instruct the jury that “a payment to the plaintiff of the 
differentials provided in the award of the arbitrators 
would be the granting to the Bryant company of a re- 
bate forbidden by law, enabling the Bryant company to 
transport its goods at less than the tariff rate, and you 
will find for the defendant on that issue.” Instead of 
giving the charge requested the court instructed the 
jury that “under the contract, and findings of the arbi- 
trators, the Fourche Lumber Co. was required to pay 
the Bryant company the same differentials that the 
Fourche Railroad received on interstate shipments of 
the Fourche Lumber Co. If you find from the testimony 
that the Fourche Railroad has received certain differ- 
entials from the Rock Island on interstate shipments and 
tLat the Fourche Lumber co. has not paid to the Bryant 
Lumber Co. the same differentials on lumber that the 
Bryant company has shipped to the same territory, then 
you are instructed that the defendant (Fourche company) 
is indebted to the Bryant company the amount of any 
such differentials which it has not paid.” 

A judgment on the verdict reridered in accordance 
with this charge having been affirmed, the Fourche Lum- 
ber Co. brought the case here, insisting that the charge 
and verdict were in violation of the interstate commerce 
act, and, in effect, amounted to the giving of a rebate 
to the Bryant Lumber Co. The latter replies that the 
suit is against the Fourche Lumber Co. and that there 
is no law preventing one company from paying the whole 
or any part of the freight due by another. That may be 
true, but not where that other party is sued as being 
in effect a common carrier engaged in interstate com- 
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merce. The arbitration was demanded and the award 
made on the theory that, inasmuch as the contract pro- 
vided that there should be no discrimination, the Bryant 
company was entitled to receive from the Fourche Lum- 
ber Co. “the same freight concessions as are now enjoyed 
by the Fourche Lumber Co. through its interest and the 
interest of its owners in the Fourche Railroad.” This 
suit is based upon the assumption that the two companies 
are identical in fact, though different in name. 

Thus treating it, the case is as though the Bryant 
Lumber Co. had sued the Fourche Lumber Co., doing 
business as an interstate carrier, for so much of the 
through rate as had been paid to it on the division by 
the Rock Island for hauling the Bryant company’s ship- 
ments of lumber. To state the proposition is to manifest 
its illegality, and to show that thereby the Bryant com- 
pany would get a reduction on the through rate on all 
of its lumber originating on the Fourche line. 


The Fourche Railroad was not only incorporated as a 
common carrier, but is treated as such by the Interstate 
Commerce Commission, and, under the filed tariffs of 
the Rock Island road, receives a part of the through 
rate on all lumber originating upon the line and shipped 
in interstate commerce. The status of this road is dis- 
cussed in Tap Line Cases, 23 I. C. C., 523, and its right 
to a division of the freight recognized notwithstanding 
the fact that the stockholders are the same as those who 
own the shares of the Fourche Lumber Co. But it re- 
ceives this part of the through rate, not as a concession, 
but for services actually rendered by it as a common 
carrier in hauling freight for part of the distance between 
the point of origin and the point of destination. In any 
other view it would have been unlawful for the Rock 
Island to pay, and, if so, no agreement to divide such 
unlawful receipts would be enforced by the courts. On 
the other hand, if the Fourche Railroad was lawfully 
paid for such services in hauling the lumber, it would 
be illegal, directly or through a subsidiary, to give to 
the shipper a part of such joint rate under any pretext 
whatever. Carriers, whether saw-mill companies or rail- 
roads or both combined, cannot purchase land by rebat- 
ing to the grantor a part of the freight rate on inter- 
state shipments over the road built on the right-of-way, 
even though the amount of such rebate was much less 
than the value of the land thus acquired. Cf. Louisville 
& Nashville vs. Mottley, 219 U. S., 467; United States 
vs. Lehigh Railroad, 220 U. S., 257; United States vs. 
Union Stock Yards, 226 U. S., 287, 308. 

The commerce act prohibits the payment of rebates, 
and its command cannot be evaded by calling them 
differentials or concessions, nor by taking the money 
from the railroad itself or from a company that is proved 
to be the same as the railroad. Otherwise nothing would 
be easier than for lumber companies to charter a railroad, 
collect freight as a railroad, but pay it out as a lumber 
company to shippers. 

The suit in the present case proceeds on the theory 
that the Fourche Lumber Co. and the Fourche Railroad 
are the same and that therefore the division of the 
through rate allowed to the railroad was in fact received 
and enjoyed by the lumber company. And yet, notwith- 
standing that fact, it is claimed that if the Fourche Lum~ 
ber Co. should, under the contract, pay a part of that 
freight to the Bryant company it would do so as a saw- 
mill and not as a carrier. The law will not permit such 
a chameleon-like change. The Fourche Lumber Co. and 
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the Fourche Railroad are either the same or different 
If they are the same, it cannot refund a part of the rate 
to the Bryant company. If they are different the Fourche 
Lumber Co. was not bound by the terms of the contract 
to make the payment now demanded. The court below 
found that they were the same and not different, and it 
results that its judgment must be reversed. 





LIABLE AS COMMON CARRIER 





No. 652.—October Term, 1912. 
trict Court of the 
United States for 
the Southern Dis- 
trict of Ohio. 


The United States of America, 
Plaintiff in Error, vs. the Adams 
Express Co. 


| In error to the Dis- 


[June 9, 1913.] 


Mr. Justice Holmes delivered the opinion of the court. 

This is an indictment, under the Act to regulate 
commerce, of the Adams Express Co., by that name, 
alleging it to be “a joint stock association, organized 
and existing under and by virtue of the common law 
of the state of New York’? A summons to the Adams 
Express Co. was issued and returned. served on Charles 
F. Barrett, general agent for said company. Thereupon 
Barret moved to quash the service and return “on the 
ground that the same are not authorized by law.” The 
entry with regard to the action upon this motion is 
that the court, “treating said motion as a demurrer to 
the indictment, finds that the indictment cannot be 
maintained against the Adams Express Co. for the reason 
that it appears on the face of said indictment that the 
said Adams Express Co. is not a corporation, but is a 
joint stock association and for this reason the 
motion to quash service, treated as a demurrer to the 
indictment, is sustained and the defendant discharged, 
and the cause dismissed; to all of which the United 
States of America, by its counsel, excepts.” 

It is objected that this court has no jurisdiction of 
the present writ of error under the act of March 2, 1907, 
c. 2564, 34 Stat., 1246, and that the court below had no 
authority to treat the motion of Barrett as equivalent 
to a demurrer. Without following the defendant into 
the niceties by which it seeks to escape the jurisdiction 
of this court after having eluded that of the court below, 
it is enough to say that in our opinion, if we are to 
go behind the entry, the decision entered was one set 
ting aside the indictment and was based upon the con 
struction of the statute upon which the indictment is 
founded, within the meaning of the act of March 2, 1907 

We turn to the merits. The indictment alleges that 
the Adams Express Co. had filed with the Interstate 
Commerce Commission its schedules of rates and charges 
specifies what those charges were in certain cases, and 
sets forth in different counts instances in which th: 
company demanded and received sums in excess of it 
schedule rates for the parcels carried—in short, disobey« 
the act of Feb. 4, 1887, c. 104, § 6, 24 Stat., 379, 380. B 
§10 (amended by act of June 18, 1910, c. 309, § 10, 
Stat., 539, 549), any common carrier subject to the pr 
visions of the act, wilfully doing this is guilty of 
misdemeanor and liable to a fine. 

The objection to applying $10 to the defendant h: 
been indicated. It is confirmed in argument by the cil 
tion of many cases in which such companies are treate! 
as simple partnerships, including those in which tl! 





Vol. XII, No. 7 








upo 
Ex] 
Am 
if j 


com 


that 


the 





cust 16, 19138 


t has declined to extend the legal fiction applied in 
rmining jurisdiction over corporations so as to cover 
em. Chapman vs. Barney, 129 U. S., 677. Great South- 
Fireproof Hotel Co. vs. Jones, 177 U. S., 449, 454, 
Thomas vs. Board of Trustees, 195 U. S., 207. But 
argument is met by the plain words of the statute 

t now stands. For by §1 of the original act of 1887, 
umended by the act of June 29, 1906, c. 3591, 34 Stat. 

“The term ‘common carrier’ as used in this act 
hall include express companies and sleeping car com- 
Aud thus the liability of common carriers cre- 
ed by §10 stands as if it read that express companies 

lating § 6 should be guilty of a misdemeanor and liable 
nne. 

It has been notorious for many years that some of 
the great express companies are organized as joint stock 
associations, and the reason for the amendment hardly 
could be seen unless it was intended to bring those asso- 
iations under the act. As suggested in the argument 
for the government, no one, certainly not the defendant, 
seems to have doubted that the statute now imposes 
upon them the duty to file schedules of rates. American 
Express Co. vs. United States, 212 U. S., 522, 531. (The 
American Express Co. is a joint stock association.) But 
imposes upon them the duties under the words 
common carrier as interpreted, it is reasonable to suppose 
that the same words are intended to impose upon them 
the penalty inflicted on common carriers in case those 
Auties are not performed. It is true that a doubt was 
“aised by the wording of § 10 in the original act, whether 
corporations were indictable under it. This doubt was 
met by the act of Feb. 19, 1903, c. 708, §1, 32 Stat., 847. 
We do not perceive that any inference can be drawn 
“om this source in favor of a construction of the later 
amendment other than that we deem the natural one. 

The power of Congress hardly is denied. The con- 
stitutionality of the statute as against corporations is 
established, New York Central & Hudson River R. R. 
‘o. vs. United States, 212 U. S., 481, 492, and no reason 
is suggested why Congress has not equal power to charge 
the partnership assets with a liability and to personify 
the company so far as to collect a fine by a proceeding 
against it by the company name. That is what we be- 
lieve that Congress intended to do. It is to be observed 
hat, the structure of the company under the laws of 
New York is such that a judgment against it binds only 
the joint property, National Bank vs. Van Derwerker, 
74 N. Y¥., 234, and that has other characteristics of 
separate being. Westcott vs. Fargo, 61 N. Y., 542. Mat- 
ter of Jones, 172 N. Y., 575. Hibbs vs. Brown, 190 N. Y., 
167. Indeed, Article VIII of the constitution of the state, 
after providing that the term corporations as there used 
shall be construed to include all joint stock companies, 
ete., having any of the powers or privileges of corpora- 
not possessed by individuals or partnerships, as 
these companies do, Matter of Jones, 172 N. Y., 575, 579, 
Z0es on to declare that all corporations may sued and 
be sued “in like cases as natural persons.” We do 
not refer to the law of New York in order to argue 
that by itself it would suffice to make applicable the 
principle of Liverpool & London Life & Fire Ins. Co. 
vs. Oliver, 10 Wall., 566. We refer to it simply to show 
the semi-corporate standing that these companies already 
had locally as well as in the popular mind, and thus 
that the action of Congress was natural and to be ex- 
pected, if we take its words to mean all that by con- 
8truction they import. 

Judgment reversed. 
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SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU 
Colorado Buiiding, Washington, D. C. 


By an order entered August 4, in I. & S. Docket No. 
293, the Commission suspended from August 7 until De- 
cember 5, a schedule in Missouri Pacific Railway Co. tariff 
I. C. C. No, A-2376. 


The suspended schedule provides for a refrigeration 
charge of $40 per car on shipments of fruits and vege- 
tables from Denver and other Colorado points to Wichita, 
Hutchinson and other Kansas points. Such shipments 
now move under a charge of $2.50 per ton for ice actually 
used in refrigerating same, and it is claimed that such 
icing charge never exceed $18 per car on shipments des- 
tined to the points above specified. 


By an order entered July 23, in I. & S. Docket No. 
251, the Commission further suspended from Aug. 15, 1913, 
until Feb. 15, 1914, the operation of supplement No. 11 
to St. Louis, Rocky Mountain & Pacific Railway I. C. C. 
No. 73. 

The supplement involved, the operation of which was 
originally suspended from April 17 until Aug. 15, 1913, by 
an order entered in same docket, contains schedules 
withdrawing the present through joint rates applicable 
to the transportation of bituminous coal from mines lo- 
cated on the St. Louis, Rocky Mountain & Pacific Rail- 
way in New Mexico to points in Oklahoma, Nebraska, 
Kansas and other states located on the Rock Island lines, 
and providing for the application of combination rates. 

By an order entered July 23, in I. & S. Docket No. 
253, the Commission further suspended from Aug. 20, 
1913, until Feb. 20, 1914, the operation of Boston & Maine 
Railroad tariff I. C. C. No. A-730. 

The operation involved contains schedules advancing 
rates for the transportation of wool from Ayer, Law- 
rence, Worcester and South Wilmington, Mass., to Skow- 
hegan and Lewiston, Me.; and its operation was origi- 
nally suspended from April 22 until Aug. 20, 1913, by 
an order previously entered in the same docket. 

By an order entered July 23, in I. & S. Docket No. 
254, the Commission further suspended from Aug. 23, 
1913, until Feb. 23, 1914, the operation of supplement No: 
18 to St. Louis & San Francisco Railroad Co. I. C. C. 
No. 6246. 

By the cancellation of through joint rates, leaving in 
effect combination rates, the supplement involved pro- 
posed to advance rates for the transportation of lumber 
and articles manufactured therefrom, C. L., from points 
in Arkansas and Missouri to points in Iowa, Minnesota 
and other states. The operation thereof was originally 
suspended from April 25 until Aug. 23, 1913, by an order 
previously entered in the same docket. 


By an order entered July 23 in I. & S. Docket No. 
246, the Commission further suspended from Aug. 4 
until Feb. 4, 1914, the operation of certain schedules in 
the following tariffs: 

Erie Railroad Lake Line (Erie Railroad Co.): 

Supplement No. 8 to I. C. C. No. 5. 

Mutual Transit Co.: 

Supplement No. 7 to I. C. C. No. 105. 

The Western Transit Co.: 

Supplement No. 9 to I. C. C. No. 278. 

The schedules involved proposed to add to the list 
of articles the transportation of which is prohibited, but- 
ter, eggs, fresh meats and live or dressed poultry; and 
the operation thereof was originally suspended from April 
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6 and various later dates until August 4, by an order 
previously entered in the same docket. 





By an order entered August 6, in I. & S. Docket No. 
294, the Commission suspended from August 10 until De- 
cember 8 the operation of Northern Pacific Railway Co. 
tariff I. C. C. No. 5365. 

It was proposed by the suspended tariff to cancel com- 
modity rate of 33 cents per 100 pounds for the trans- 
portation of news print paper, C. L., from International 
Falls, Minn., to New Orleans, La. This would have had 
the effect of advancing the rate to 35% cents per 100 
pounds—the lowest combination. 

By an order entered July 23 in I. & S. No. 252 the 
Commission suspended from August 13 until December 11 
the operation of certain schedules contained in St. Louis 
& San Francisco Railroad tariff I. C. C. No. 6588. 

It was proposed by the suspended schedules to cancel 
through joint refrigeration charges applicable on _ ship- 
ments of fruits and vegetables from points located on the 
Kansas City & Memphis Railway to interstate points lo- 
cated on or reached by the St. Louis & San Francisco 
Railroad. This would have resulted in material advances 
through the proposed application of combination refrigera- 
tion charges. 





By an order entered on August 11 in I. & S. Dockei 
No. 252, the Commission suspended until December 13 
certain schedules contained in the following tariffs which 
were to become effective as indicated: 

St. Louis & San Francisco Railroad, Thos. H. 
and B. L. Winchell, receivers: 

Supplement No. 14 to I. C. C. No. 6050, effective Au- 
gust 15. 

F. A. Leland, agent: 

I. C. C. No. 1003, effective August 16. 

Eugene Morris, agent: 

I. C. C. No. 412, effective August 16. 

It was proposed by the suspended schedules to cancel 
through joint class and commodity rates now in effect 
between stations on the Kansas City & Memphis Railway 
and points located on, or reached via, the St. Louis & 
San Francisco Railroad, it being provided that on and 
after the effective dates above stated combination rates 
would apply which would have resulted in material ad- 
vances in rates. Tariffs proposing to make similar can- 
cellations were suspended by orders previously entered 
in same docket. 


Wesl 
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By an order entered July 23 in I. & S. Docket No. 
252, the Commission further suspended from Aug. 16 
until Feb. 16, 1914, the operation of certain schedules 
contained in 55 tariffs and supplements to tariffs filed 
by various carriers or their agents, specified in said 
order, a copy of which is attached hereto. 

It was proposed by the suspended schedules to cancel 
through joint class and commodity rates applicable on 
traffic between points located on the Kansas City & Mem- 
phis Railway and points on, or reached via, the St. Louis 
& San Francisco Railroad. These schedules have been 
suspended by a previous order in same docket from May 
30 and various later dates until August 16. 


GRAIN MEN WILL HAVE OUTING. 

The grain and seed dealers and millers of In- 
diana have perfected arrangements for a three days’ 
outing and picnic at Lake Maxinkuckee, Ind., on Sep- 
tember 5, 6 and 7. All interested in the trade are 
invited to attend. 
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INTERVENE IN ROUND BALE CASE 


THE TRAFFIC SERVICE NEWS BUREA 
Coiorado Building, Washington, D. 
Judging from what the Commission announced 
Thursday, substantially the whole cotton country is d 
termined to become interveners in the complaints 
Anderson, Clayton & Co. and the American Round Ba 
Press Co. The Commission announced that it had fav 
ably acted upon twelve petitions for intervention. There 
the following are made parties to each of the complaint 
Little Rock Board of Trade, Arkansas Cotton Associati 
Citizens’ Compress Co., St. Louis Cotton Compress C 
Choctaw Compress Co. and the Fort Smith Compress | 
The orders granting permission to intervene do 
set forth on which side of the case the interveners 
appear, but it is inferred from the names of all except 
the Arkansas Cotton Association that they will be on 
the side of the carriers in so far as the question turns 
on the contention of the Round Bale company that th: 
round bale is entitled to a lower rate by reason of 
heavier loading. For the Commission to make such 
distinction, opponents of the prayer of that company con 
tend, would be to create a monopoly for the principal 
complainant and place the ordinary gin bale cotton at a 
great disadvantage, if not still farther forcing the rail 
roads to discontinue their practice of making cotton rates 
apply to any quantity, whereby the small shipper is placed 
on an equality with the one who can send cotton to 
market in carload quantities. 





ORDERS OF THE COMMISSION 


The Louisville & Nashville has been allowed to come 
in as an intervener in No. 5880, Drury Coal Co. vs. Lllinois 
Central. 

The Commission has vacated its order of June 3, 191 
in No. 4636, Corporation Commission of Oklahoma 
Arkansas, Oklahoma & Western et al., and has now or 
dered in a line of rates on cotton and burlap bags, C. ! 
and jute bagging and cotton-bale ties and tie buckles, 
straight or mixed carloads, from Galveston, Tex., to Okla 
homa destinations, to become effective Oct. 1, 1913, and 
to remain in effect for not less than two years from that 
date, viz.: 





Cotton and Burlap Jute Bagging 


Bags and Bag- Ties, Tie 

ging. Buckles 

Cents. Cents 
450 miles and under.......... 44 26 
500 miles and over 450........ 47 28 
550 miles and over 500........ 50 30 
600 miles and over 550........ 52 32 
650 miles and over 600........53 33 
700 miles and over 650........54 34 
Differential for joint rates..... 3 2 


NEW TRAIN TO COAST. 


The Wabash and Union Pacific announce a 
train, covering the distance from St. Louis to Port! 


in 71% hours and to Los Angeles in 69% hours. The s 
Angeles Limited does not carry coach passengers 
local passengers for points in Nebraska. Passengers 


riving in Omaha via the Wabash at 9:15 a. m. con! 

with the Oregon-Washington Limited. If connection ‘s 
missed sleeping car passengers may use the Los Ang: ° 
Limited to Green River and board the Oregon-Washins 
Limited there for the Northwest. 
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Aucust 16, 1913 


OME Wr Wer Wee ed ed 


Conducted by 


CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


in this department we shall answer simple questions relating 
to the law of Interstate transportation of freight. Readers 
desiring special service by requiring Immediate answer may 
secure privately written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal epartment, The Traffic Service Bureau. 
Colorado Bullding, Washington, D. C. 


Reparation in Erroneous Publication of Rates. 
Kansas.—“On October 2 we shipped from Rifle, Colo., 
the Colorado Midland, car of potatoes, final destina- 
Wapanucka, Okla. The D. & R. G. tariff provided 

rate of 49 cents per cwt., the same having been 
printed in error. A later tariff corrected the rate to 
59 cents. While this rate was in effect one of our cus- 

ers ordered a car in the usual manner, and, without 
knowing that there was a difference of 10 cents per cwt. 
between the D. & R. G. and the Colorado Midland, which 
latter line had a tariff showing the rate 59 cents, we 
loaded the car on the line of the Colorado Midland. For 
we are now presented with a claim for the 
difference of 10 cents per cwt. We would like to have 
your opinion as to the question of legality as to the 
ffectiveness of the tariff, and also as to whether or not 

are liable to our customer for not having loaded 

> car on the line taking the lower rate, which lower 

» Was a mere error in the tariff.” 

In many instances the Commission has awarded rep- 

made effective a 
corrected and re- 


ior a 


is reason 


aration when the carrier has in error 
higher rate, which was subsequently 
duced on shipments moving under the higher and errone- 
ous rate, whenever it appeared that the lower rate was 
a reasonable one. This on the ground that the higher 
rate was not in reality the legal rate, and that the shipper 
had suffered actual damages in paying more than what 
the carrier was entitled to. But the Commission has 
held that a lower rate in effect through error and 
subsequently corrected, could be made the basis for an 
in reparation on shipments moving via another 
which had in effect the higher rate, if said rate 
ver either route was not an unreasonable one. 

Neither would the shipper be legally liable to the 
onsignee for damages by reason of the shipment moving 
over the route taking the higher but corrected rate, unless 
the consignee had specifically instructed the shipper to 
the shipment via the route erroneously making 


effective the lawer rate. 
* fe = 
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route 


Limitation of Liability by Contract. 
Minnesota.—‘‘About a year ago shipment of cut build- 
stone was made for us from A to Z via X railroad, 
of Y railroad at H, care of Z railroad at I, freight 
e paid by us at I and shipment forwarded from I to 
harges to be collected from consignee at B for this 
movement. Several cars had been shipped by us 
his way, and we had inspected all of them at I before 
arding them to B. One car did not arrive at I 
in a reasonable time, tracer was instituted, which 
sulted in finding that car had been wrecked on initial 

X, load transferred and forwarded direct to B with- 
stopping at I for inspection. On arrival at B, con- 
‘ignee found that most of the stone was more or less 
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damaged, called the attention of the delivering line agent 
to same, and notation was made on expense bill that all 
of the stone was more or less damaged. 

“On account of the fact that A and B are about 2,500 
miles apart, and it had taken about six weeks for most 
of the cars to move from A to B, it was thought ad- 
visable to have all of the stone recut so as to avoid 
delaying entire building operations on the contract, which 
was a very large one. The recutting of this stone, to- 
gether with some new stone which had to be purchased 
locally, cost about one and one-half times the value of 
the stone at point of origin, plus freight to destination. 
The initial line X now refuses to entertain our claim 
for more than the invoice value of the stone plus freight, 
as provided for in contract. We maintain that had we 
replaced all of the stone from original shipping point 
it would have taken at least two weeks to get the stone 
out and six weeks to get the stone from point of origin 
to B, which would have delayed the entire building this 
length of time, and contractor would have been subject 
to damages on account of failure to fulfill his contract, 
and that, since delay was caused by initial carrier, they 
would have been liable for such damages, but that, in 
order to protect contractor, ourselves and carrier from 
such damages, we had stone recut and so saved carrier 
some amount of money and also relieved contractor and 
ourselves of a great deal of trouble. Will you. please 
give me reference to ‘ecisions of court which might be 
applicable to such a case, so that I may know how to 
proceed ?”’ 

Assuming that the shipment in question was a through 
movement under one bill of lading, known as the uniform 
bill of lading, the question of loss or damage is governed 
by section 3 thereof, which limits liability of the carrier 
to the value of the property at the invoice price at the 
place and time of shipment (being the point of origin), 
and this constitutes a contract between shipper and car- 
rier. The United States Supreme Court has frequently 
reiterated the doctrine that a carrier may, by a fair, open, 
and reasonable agreement, limit the amount recov- 
erable by a shipper in case of loss or damage to an 
agreed value. York Co. vs. R. R., 3 Wallace, 107; Hughes 
vs. Penn. R. R., 191 U. S., 477. See also Adams Express 
Co. vs. E. H. Croninger and C., St. P.. M. & O. Ry. Co. 
vs. Latta, in the United States Supreme Court, appearing 
on pages 163 to 169 of the Jan. 18, 1913, issue of THE 
TRAFFIC WorLD. For the Commission’s views on this 
section of the uniform bill of lading, see the case of J. C. 
Schaffer & Co. vs. C., R. I. & P. Ry. Co., 21 I. C. C. 8 
[Traffic World, May 27, 1911, p. 935]. 

ok cs oa 
In Re Combination Rates Using Southern & Western 
Classification. 

New York.—*“Referring to your reply to ‘Louisiana’ in 
the July 19 issue of THe TRAFFric WorLD, would not the 
Commission’s ruling to the effect that where a joint 
through rate exceeds the combination of locals, the through 
rate is prima facie unreasonable, answer the inquiry of 
‘Louisiana’ regardless of the fact that the local rates were 
governed by two different classifications?” 

While the original answer gives the specific informa- 
tion requested, that is, that the published commodity 
rate must be used on any given shipment, yet it is equally 
true that the Commission has held in a number of cases 
that a joint through rate in excess of the combination 
of locals published by the same carrier between the same 
points is prima facie unreasonable, and will so be presumed 
in any proceeding brought before it, unless rebutted by 


just 
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The first-mentioned 


sufficient evidence to the contrary. 
view of the subject deals with the status of the shipment 
while in transit, and ovr correspondent’s view, with the 
rights of the respective parties in a proceeding before 
the Commission. 

a * a 


Title to Reconsigned Shipments. 


Wisconsin.—“A car of coal was sold f. o. b. Milwaukee 
to a party at an interior point in Wisconsin, which had 
arrived at Milwaukee over the Grand Trunk Railway, 
consigned to the dealer who had made the sale. Re- 
consigning orders were furnished to the Grand Trunk 
Ry. for forwarding it to the new consignee at the in- 
terior point via the C. & N. W. Ry. Prior to the car 
having been delivered over to the C. & N. W. Ry., and 
while same was in the possession of the Grand Trunk, 
but who had shipping instructions for reforwarding, the 
party who had bought this car, canceled the order, but 
the Milwaukee shipper refused to accept the cancellation 
on the ground that car had been delivered to the trans- 
portation line for shipment to final destination. The car 
upon arrival was refused and, after being held for the 
stipulated time by the railroad, was sold for account of 
the owner, but realized much less than the accrued 
charges. 

“Do you know of any ruling that has been made 
covering the point in question as to when delivery in 
a case like this has actually been accomplished, whether 
upon furnishing of directions to the line in whose ‘pos- 


Note.—Items in the Docket marked with an asterisk (*) are 
new and have not been carried in the publication during the 
preceding week. 





September 2—San Francisco, Cal.—Commissioner, Marble: 
|. & S. No. 235—California-Navada rates. 
4799—J. W. Leavitt & Co. vs. L. S. & M. S. et al 
5062—Goldfield Consolidated Milling and Trans. Co. vs. A. T. 
& 3. F. et al. 
5796—W. A. Plummer Mfg. Co. vs. A. T. & S. F. 


September 2—Philadelphia, Pa.—Special Examiner Rynder: 
5692—S. F. Gattergood & Co. vs. ©. M. & St. P. Ry. Co. et al. 
5686—S. F. Gattergood & Co. vs. Pere M. R. R. Co. et al. 
=o A. Granston Lumber Co. vs. Norf. Sou. R. R. Co. 

et al. 
5782—Yellow Pine Lumber Co., of Philadelphia et al. vs. A. C. 
L. R. R. Co. et al. 
6801—Tunis-Cockey Lumber Co, vs. A. C. L. R. R. Co. et al. 
*l. & S. No, 238—Kansas-California flour rates. 


September 3—New York, N. Y.—Special Examiner Rynder: 
5344—Metropolis Lumber Co. et al. vs. Long Island R,. R. Co. 
5564—Atha Tool Co. vs. N. C. & St. L. Ry. Co. et al. 
5617—Benjamin H. Namm vs. P. R. R. Co. et al. 

§678—Union Bag & Paper Co. vs. D. & H. Co. et al. 

September 3—San Francisco, Cal.—Commissioner, Marble: 
4789—J. W. Leavitt & Co. vs. C. M. & St. P. et al. 
5646—Paeific Mail Steamship Co. vs. Gt. Nor. Co. 
5715—Weinstock Nichols Co. et al. vs. B. & M. et al. 
5821—W. & J. Sloane vs. So. Pac. et al. 


September 4—New York, N. Y.—Special Examiner Rynder: 
5732—Scranton & Lehigh Coal Co. vs. L. V. R. R. Co. 
5793—Continental Paper Bag Co. vs, C. & O. Ry. Co. et al. 
5806—Continental Paper Bag Co. vs. Me. Cent. R. R. Co. et al. 
are nena Paper Bag Co. vs. Greenwich & J. Ry. Co. 

et al. 


September 4—San Francisco, Cal.—Commissioner, Marble: 

eee & Lyon Motor Supply Co. et al. vs. F. R. R. 
et al. 

5585—W. I. Boardman Co. et al. vs. A. T. & S. F. et al. 
5616—Ballou & Wright vs. N. Y. N-H. & H. et al. 
5640—Cowen Heineberg Cec. vs. A. T. & S. F. et al. 

Sept. 4, 1913—San Francisco, Cal.—Commissioner Marble: 
*5661—Rowland Estcourt vs. D. L. & W. R. R. Co. et al. 


September 5—New York, N. Y.—Special Examiner, Rynder: 
5753—Delphos Mfg. Co. vs. Pa. Co. et al. 
5§810—Swedish Iron & Steel Corp. vs. Bush Term. Co. et al. 
5912—American Metal Co. vs. C. R. R. of N. J. et al. 
a Tunnel & Wilmington R. R. Co. vs. D. & H. Co 
eta 


September 6—New York, N. Y.—Special Examiner Rynder: 
5839—Eugene Schaaf-Begelman vs. Sou. Ry. Co. 
5845—National League of Commission Merchants of the U. S. 

vs. P. R, R. Co. et al. 
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session the car is or when delivery is made by that line 
to the line who is going to make the final delivery?” 

The responsibility of a shipper ceases with delivery 
of goods to the initial carrier for immediate transporta- 
tion, and title to the goods vests in the consignee imme- 
diately upon the shipper relinquishing all custody and 
control of the property for the time being, and leavin 
the exclusive possession in the carrier. Grosvenor vs N. \ 
C. Ry: Cas @F:-N. F. 3 Mo. Pac. R. R. Co. vs. McFad 
den, 154 U. S., 155; Lake Shore, etc., R. R. Co. vs. Foste 
104 Ind., 293. The carrier would be legally chargeab| 
with knowledge of the vested rights of the consigne: 
and would be liable as for a conversion if he faited t 
recognize the same. Barley vs. Hudson R. R. R. Co 
49 N. Y., 70; Wade vs. Hamilton, 30 Ga., 450. Consigne: 
being the presumptive owner of the goods in transit, 
the carrier must regard him as such, and he is therefore 
entitled to delivery at a different place and time from 
that stated in the directions by the original shipper when 
instructed to do so by the consignee. 

It follows from the foregoing that the title to th: 
shipment in question passed immediately from the first 
consignee to the final consignee immediately upon the 
receipt and acceptance by the carrier of reconsignment 
orders, as the former had relinquished custody and con- 
trol of the property, and placed exclusive possession jn 
the carrier, by giving such reconsignment orders. Th 
original delivering carrier acting as initial carrier for 
the transportation of the shipment from the reconsigned 
point to the final destination point. 


'5853—Haas Rees’ Sons vs. Sou. Ry. Co. 

September 8—Washington, D. C.—Examiner, Marshall: 
5697—National Casket Co. et al. vs. Southern. 

September 8.—Los Angeles, Cai.—Commissioner, Marble: 
5661—Rowland Estcourt vs D. L. & W. et al. 
5690—Woodward Bennett Co. vs. San P., Los. A. & 9. L. 
5833—Moore Motor Truck Co. vs. Wabash et al. 


September 8—Boston, Mass.—Special Examiner Rynder: 
5278—Spring Coal Co. vs. Norf. & West. Ry. Co. 
5823—Eastern Talc. Co. vs. Mo. Pac. Ry. Co. et al. 


September 8—Chicago, Il1l—Commissioner Prouty: 
5676—Springfield Commercial Assn. vs. P. R. R. Co. et al. 
‘5683—Jacob Kerfer et al vs. Ia. Nor. Ry. Co. et al. 


September 9—Chicago, Il1l.—Commissioner Prouty: 
§842—Clinton Sugar Refining Co. vs. C. & N. W. Ry. Co. 
5394— Wis. & Ark. Lumber Co. et al, vs. St, L., L M. & S. Ry. 
Co, et al 


September 9—New Haven, Conn.—Special Examiner Rynder: 
5371—James B. Shaw vs. Rutland R. R. Co. et al. 


September 10—Buffalo, N. Y.—Special Examiner Rynder: 
4784—-Palen & Burns vs. L. V. R. R. Co. et al. 
5837—Ellicott Brick Co. vs. B. R. & P. Ry. Co. et al. 


September 10—New York, N. Y.—Examiner, Elder: 
5393—-National Baggage Committee vs. A. T. & S. F. et al. 
September 11.—Salt Lake City, Utah.—Commissioner, Marble: 

4921—Harold Bernum vs. Ind. Harb. Belt et al. 
5522—Robert McKenzie vs. Cent. Vt. et al. 
5554—Richmond Eureka Mining Co. vs. Eureka-Neva,. et al 


September 11—Chicago, Ill.—Commissioner Prouty: 
|. & S. No. 232—Grain rates in C, F. A, territory. 
|. & S. No. 239—Iowa grain rates. 


September 11—Cleveland, O.—-Special Examiner Rynder: 
5832—Loen Mfg. Co. vs. N. Y. C. & St. L. R. R. Co. et al. 
5835—National Refining Co. vs. A. T. & S. F. Ry. Co. et al. 
5879—National Refining Co. vs. A. T. & S. F. Ry. Co. et al. 


September 12—Pittsburgh, Pa.—Special Examiner Rynder: 
4626—Waverly Oil Works vs. Pa. Co. et al. 
5309—Pittsburgh Steel Co. vs. Trinity & B. V. Ry. Co. et al. 
5326—Mead & Speer Co. vs. Kanawha & W. Va. R. R. Co. et “il. 
5502—W. J. Holland, director of the Museum of the Carnegi@ 
Institute of Pittsburgh, Pa., vs. Unitah Ry. Co. et al. 


September 13—Pitsburgh, Pa.—Special Examiner Rynder: 
5526—Monack Bros. vs. P. R. R. Co. et al. 
5366—American Lumber & Mfg. Co. vs. D. T. & I. Ry. Co. et 2!. 
5861—Red Bank Mills vs. P. R. R. Co. et al. 


September 15—Washington, D. C.—Examiner, Marshall: 
5504—Cotton Manufacturers’ Assn. of S. C. vs. Carolina C. & 
O. of S. C. et al. 
5505—Belton Mills et al. vs. Norf. & West. et al. 
September 15—Washington, D. C.—Special Examiner Marshal 
5836—City of Spartanburg, S. C. vs. C. C. & O. Ry Co. et a 
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August 16, 1913 


DIGEST OF NEW COMPLAINTS 


> 


No. 5946. Aetna Powder Co., Chicago, Ill., vs. Wabash R. R. 
et al, 

Against a rate of $1.84 4/10 on carload shipment of dynamite 
from Aetna, Ind., to Concord Junction, Mass., as unreasonable. 
Ask for a rate not to exceed 82 cents and reparation. 

No. 5947. The La Junta Milling & Elevator Co., of La Junta, 
Colo., vs. Atchison, Topeka & Santa Fe et al. 

Against a rate of $1.64 per 100 pounds on wheat from La 
Junta to Globe, Ariz., as excessive, unjust, unreasonable and 
discriminatory. Ask for the fixing of a reasonable rate as a 
maxima for future shipments, not to exceed $1.45 and repara- 
tion to that amount. 

No, 5948. a G. Kay, Philadelphia, Pa., vs. Dry Fork R, R. 
Co. et al. 

Excessive and unlawful charge on shipment of lumber from 
Mill Creek and Jennington, W. Va., to Carlisle, Pa., due to 
alleged errors in billing. Reparation asked for. 

No. 5949. Florida Cotton Oil Co., Jacksonville, Fla., vs. Atlanta, 
Birmingham & Atlantic et al. 

Against the increase in rate on cottonseed, C. L., from 
points in Georgia to Jacksonville, effective Aug. 23, 1912, as 
extortionate, urjust and unreasonable. Cease and desist order 
and the fixing of reasonable rates not to exceed those in effect 
previous to Aug. 1, 1912. 

No. 5950. Standard Oil Co., Chicago, Ill., vs. Pennsylvania R. R. 
Co. et al. 

Against rate of 14.5 cents on two carloads of tank iron from 
Martinsville, Ill., to Whiting Ind., as unjust and unreasonable. 
Ask for a classification as for steel plates, at 9 cents, to be 
applied as maxima for future shipments, and for reparation. 

No. 5951. Corning Glass Works, Corning, N. Y., vs. Boston & 
Albany, et al. 

Against the assessment of a rate of 17% cents on 10 car- 
loads litharge from East Cambridge, Mass., to Corning, 
N. Y¥., as unreasonable, excessive and unjust, as unduly preju- 
dicial and disadvantageous. Ask for the establishment of the 
sixth class rating of 15 cents and reparation. 

No. 5952. Barnard, W. W., Co., Chicago, Ill., vs. C. M. & St. 
P. Ry. Co. 

Alleges unreasonable, excessive and unjust charges on ship- 
ments of nine carloads baled moss, from Mather, Wis., to 
Chicago, due to alleged errors in classification and in mini- 
mum weights. Ask for the establishment of maxima rates, 
minimum weights for future shipments and reparation. 

No. 5953. Corporation Commission for the State of Oklahoma 
for and in behalf of the Arnett Telephone Co. vs. American 
Telephone & Telegraph Co. et al. 

Against refusals to permit connections and to name through 
rates, charges and classifications, bringing about an alleged 
discrimination. Ask for an order commanding defendants to 
establish through routes and that the Commission shall 
specify the joint rates and classifications that shall be applied 
over the through routes thus established. 

No. 5954. Eakle, E. L.. Lumber Co., of Cremora, Va., vs. Nor- 
folk & Western Ry. Co. et al. 

Excessive charge on shipments of chestnut poles from Lynd- 
hurst, Va., to Dunwoodie, N. Y., due to alleged errors in 
weight and unreasonable rate. Cease and desist order asked 
for and reparation. 

No. 5955. Gund, John, Brewing Co, et al., of La Crosse, Wis., 
vs, C. M. & St. P. 

Alleges excessive, unreasonable and unjust rates on ship- 
ments of beer between La Crosse and Tyndall, 8S. D. Ask for 
establishment of a reasonable rate and reparation. 

No. 5956. Docker, Chas. W., et al., Burch Station, N. C., vs. 
Southern Ry. 

Against an alleged absence of proper station facilities for 
both freight and passengers resulting in wilful failure on the 
part of the carrier to perform its duty to the public in that 
réspect. Ask for an investigation and an order commanding 
defendant to establish and maintain a depot at Burch Station 
with a regular agent. 

No, 5957. Wallingford, H. E., Kansas City, vs. Atchison, To- 
peka & Santa Fe et al. 

Alleges unjust and unreasonable rates on cement silo staves 
in that the rating, under Western Classification has been 
changed from Class E to Class D: also that such higher rat- 
ing unduly discriminates in favor of the manufacturers of 
wooden silos and artificial stone. Demands reasonable rate 
ind reparation on shipments moving after July 1, 1913. 

No. 5958. Leavitt, J. W, & Co. et al., San Francisco, vs. Lake 
Shore & Michigan Southern et al. 

Alleges imposition of unjust and unreasonable and unduly 
liscriminatory rates on automobiles from Rhode Island, Ohio, 
Indiana and Michigan points to California and Nevada 
points in that no allowance is made for the weight of the 
flooring or decking used in shipping automobiles, by means 
of which the C. L. minimum is exceeded by from 3,000 to 
1.000 pounds, to the advantage of carriers: discrimination is 
illeged on transcontinental shipments because allowance is 
made in western classification on such tare, dunnage or 
whatever it may be called. Demand a rule providing for 
free transportation of such materials when they enable 
loading in excess of the minimum, and reparation. 

No. 5959. American Lumber and Manufacturing Co., Pittsburgh, 
vs. Chesapeake & Ohio et al. 

Alleges unreasonable charge on lumber from Ashland, Ky., 
'o Sault Ste. Marie by reason of routing it via circuitous line. 

vemands reparation and observance of short route rule. 

No, 5961. Atwood-Stone Co., Minneapolis, vs. Chicago, Milwau- 
Kee & St. Paul et al. 

Alleges imposition of unjust and unreasonable rate on 
screenings mixed in transit at Wabasha and forwarded to 
South Bartonsville (Peoria)) in that ten cents was imposed 
when, according to complainant a rate of 7% cents should 
have been assessed on the ground that South Bartonsville is 
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merely a switching point within Peoria. Demands reasonable 
rate and reparation. 

es rr Sharon, 8S. A., Newport, Pa., vs. Cumberland Valley 
et al. 

Alleges rate of $3.95 per net ton on railroad ties from Rich- 
mond, Pa., to Port Reading, N. J., is unjust and unreasonable 
as shown by the fact that since he made shipments on a 
combination of locals the principal respondent has published a 
joint rate of $2.40. Demands an order prescribing a through 
rate and reparation. 

No. 5963. Simmons Hardware Co., St. Louis, vs. Missouri Pa- 
cific et al. 

Alleges imposition of wrong rates on mixed carload of tin- 
ware, including enameled ware from St. Louis to Salt Lake, 
arising from uncertainty of tariffs and classifications. De- 
mands reasonable rate and reparation. 

No. 5964, rr een F. W., Co., vs. Old Dominion Steamship 
Co., et al. 

Alleges imposition of unreasonable class rates from New 
York, Philadelphia and Baltimore to Bluefields, Va. De- 
mands reasonable rates and reparation. 

No, — McLean Lumber Co., Chattanooga, vs. Mobile & Ohio 
et al. p 

Alleges misrouting on sixteen cars of logs from Duncanville 
and Hunnicutt Spur, Ala., to Chattanooga. Demands repara- 
tion. 

No. 5966. Sunny Brook Distillery Co., Louisville, vs. Pennsyl- 
vania Terminal Co, et al. 

Alleges imposition of unjust and unreasonable charges on 
shipments of whisky to Ogden, Utah, on June 14, 1912, the 
day before reductions went into effect to Utah common points 
on the faith of a letter from one of the carriers that no rates 
would be reduced when as a matter of fact the order of the 
Commission reducing such rates was to become effective on 
the day after the shipments were made. Demands repara- 
tion. 

No. 5967. Union Trim and Lumber Co., Kalamazoo, Mich., vs. 
Michigan Central et al. 

Alleges unjust and unreasonable rates on birch and ma- 
hogany house trimmings, Kalamazoo to Houston, Tex. De- 
mands just and reasonable rate and reparation. 

No, 5968. Maley & Wertz and Young & Cutsinger, Evansville, 
Ind., vs. Louisville & Nashville. 

Alleges unreasonable rules with regard to inbound ship- 
ment of hardwood logs ond outbound shipment of hardwood 
lumber subsequent to June 16, 1912, carrier now requiring 
daily reports and keeping of separate accounts of different 
kinds of lumber shipped. Demand relief from the rules. 

No. 5969. Interstate Packing Co., Winona, Minn., vs. Chicago, 
Milwaukee & St. Paul et al. 

Alleges rates on fresh meats and packing house products 
between Winona and Chicago are unjust and unreasonable. 
Demands reasonable rates and reparation. 

No. 5970. Marseilles( Ill.) Wrapping Paper Co. vs. Chicago, 
Rock Island & Pacific et al. 

Alleges unjust and unreasonable rates on scrap paper from 
Topeka, Kan., and Joplin, Mo., to Marseilles. Demands 
reasonable rate and reparation. 

No. 5971. Ocala Iron Works, Ocala, Fla., vs. Baltimore & Ohio 
et al. 

Alleges overcharge on steel bars, Cumberland, Md., to 
Ocala, Jacksonville combination making lower than rate im- 
posed. Demands cease and desist order and reparation. 

No. 5972. Lindsay-Walker Co., Billings, Mont., vs. Adams Ex- 
press Co. 

Alleges unjust and unreasonable rates on L. C. L. shipments 
of fruits and vegetables from Billings to Sheridan, Wyo. De- 
mands reasonable rates and reparation. 

No. 5973. Southern Plow Co., Columbus, Ga., vs. Vicksburg, 
Shreveport & Western et al. 

Alleges unjust and unreasonable rate on three shipments of 
plow points from Vicksburg, Miss., to Tyler, Tex. Demands 
reasonable rate and reparation. 

No, 5974. Buffalo Cold Storage Co., Buffalo, N. Y., vs. San 
Antonio & Aransas Pass et al. 

Alleges unjust and unreasonable rates on dressed poultry 
from Texas points to Buffalo and other New York points. 
Demands reasonable rate and reparation. 

No. 5975. Fort Smith (Ark.) Coffee Co. vs. Arizona & New 
Mexico et al. 

Alleges unjust and unreasonable rates on coffee from Fort 
Smith to New Mexico points. Demands reasonable rates on 
classes and commodities from Fort Smith not higher than from 
Kansas City. 

No. 5976. Pacific Fruit Exchange, Sacramento, Cal., vs. South- 
ern Pacific et al. 

Alleges unjust and unreasonable rates on deciduous fruits 
and grapes from California points to eastern and central 
western markets. Demands reasonable rates and reparation 
amounting to $5,130. 

No. 5977. Wichita (Kan.) Business Association vs. Atchison 
et al. 

Alleges unjust and unreasonable and unduly discriminatory 
rates on brooms, C. L. and L. C. L., from Wichita to Califor- 
nia, Washington, Oregon and British Columbia. Demand 
reasonable rates and reparation. 

No. 5978. Northern Pine Mfgs. Association, Minneapolis, et al.. 
vs. Chicago & Northwestern et al. 

Alleges unjust, unreasonable and unduly discriminatory 
rates on lumber from St. Paul and Minneapolis to Omaha, 
South Omaha, Nebraska City and Council Bluffs, Ia.; also 
unreasonable rates from Duluth, Virginia and other Minne- 
sota points, Oshkosh. Wausau and other Wisconsin points and 
Escanaba and other Michigan points to the same destinations. 

No. 5980. Commercial Club of Sioux Falls, S. D., vs. Pullman 
Co. et al. 

Alleges rate of $2 and $1.60, sleeping car fares between Sioux 
Falls and Twin Cities, are unjust and unreasonable in that 
they exceed $1.50 and $1.25 for a lower and an upper respec- 
tively. Demands the establishment of reasonable rates. 
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New devices and methods that have made good by increasing efficiency in freight handling and 
other branches of traffic work. Contributions are welcomed. THE TRAFFIC 
WORLD will be pleased to answer inquiries concerning any 


ELECTRIC TRUCK RECORD SERVICE 





The Manhattan Brewing Co. of Chicago has pur- 
chased five G. V. electric trucks, all equipped with 
Edison battery, and of five tons’ capacity. One of 
these has been in service for several months, and the 
others were put into service recently. The first ma- 
chine, which is No. 15, has performed beyond the 
company’s expectations and has done work which, it 
is said, has never been done by an electric truck in 
any city. 

On Monday, August 4, this five-ton truck started 
for South Chicago with a load of 33 barrels and two 
one-half barrels, approximately six and one-half tons in 
load. It returned to the brewery for the second load, 
taking out 29 full barrels and eight one-half barrels. At 
this time the truck was given a thirty-minute rest, 
and directly after luncheon it started out with its 
third load of 33 full barrels, which made a total of 
just 100 barrels for the three loads, making the weight 
of approximately 40,000 pounds or 20 tons. Besides 
taking these three loads straight from the brewery to 
South Chicago, this truck did five miles of peddling 
work around South Chicago, so that the total mileage 
for the three trips was 64.3 miles. The reading of the 
ampere hour meter at the end of the day’s work showed 
70 ampere hours left in the battery, which is approxi- 
mately seven hours’ travel. 

This is a most remarkable performance for a five- 
ton electric truck, showing that it is able to do the 
work that was formerly considered strictly the field 
of the gasoline vehicle. 


MOTOR TRUCK AND TRAFFIC MANAGER 

“Traffic manager of a public library’ may have a 
curious sound, but the following extracts from an 
article in “Commercial Vehicle” very forcibly suggest 
where the traffic manager comes in in any considera- 
tion of motor truck efficiency in any kind of business. 
There is nothing in the handling of books as a com- 
modity to be hauled that takes them entirely out 
of the class with other commodities from coal to ma 
chinery. Therefore, the same argument applies. The 
article says: 

“The Chicago Public Library management has an- 
nounced that one of its old motor trucks purchased in 
1904 has already covered 108,000 miles, and that it is 
still running on a daily schedule with practically as 
great regularity as any of the most. up-to-date railway 
trains. These trucks, and there is a fleet of them, 
are delivering books and collecting same from the va- 
rious branches of the library scattered throughout the 
city, their work being on the same basis as that 
of other Chicago motor trucks with the exception that 
these library vehicles use the city boulevards, whereas 
all other trucks as well as horse freight wagons are 





device or method mentioned in this department. 





This fact must be give: 
weight in that it lends its aid in showing to what ex 
tent good streets are a factor in truck longevity. Bu 
to good streets must be given only their due, becaus: 
in these trucks daily, weekly and monthly care mus! 
be given primary consideration. 


barred from the boulevards. 


“The Chicago library truck success has been dus 
to the determination, the will and the executive abil 
ity of one man, and that” one man has not been a 
driver, he has not been head of the repair depart 
ment, he has not been head of the garage, but is 
practically the transportation executive of the library. 
That executive took hold of the trucks years ago, 
determined to convince the board of management that 
motor vehicles were better for delivery than horss 
vehicles; he took hold firmly settled in his own con 
viction that motor vehicles were the solution of the 
book delivery system; he took hold of the work firml) 
convinced that motor trucks were in a very und 
veloped condition, notwithstanding which handicap h<« 
was determined, come what would, that the very v« 
hicles that had been placed in his hands would work 
out successfully; and he took hold of the work de 
termined that he would solve the driver problem, solve 
the garaging problem, solve the repairing problem, and 
solve every other problem that might present itself in 
the operation of the trucks. 

“That he has succeded is demonstrated much mor: 
forcibly by existing results than could possibly b: 
conveyed in words. The old trucks are running as 
regularly, perhaps more so, than they did in 1904 
some of the drivers that were taken on then are still 
handling the same vehicle; the same system of ré« 
pair shop work, the same system of daily inspection 
and repair, and the same system of garaging are all 
carried out. 

“What the Chicago Public Library can do in truck 


operation tens of thousands of firms throughout the 


country can do if they only so determine. They can 
have their trucks work on a schedule that equals the 
regularity of our best railway trains, and they can 
have these same trucks do their 100,000 miles or mor: 


and still be in excellent working condition. But to do 


it means determination, it means purpose, it means 
man for the job. It does not mean putting the tru 
in the hands of a driver who becomes a law un 
himself; it does not mean leaving the operation of t! 
truck up to some shipping clerk who may be he 
this year and gone the next; it does not mean leavi! 
the repairing of the truck to some night garage fo! 
man, whose interest centers entirely in his week 
pay envelope; it does not mean the installation of 
go-as-you-please system of operation; but it means r« 
work; it means work every day in the. year; it mea 
head work; it means the exercise of grey matter: 
means high-priced effort day after day and year aft 
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Meat Packers Are Large Buyers of 
White Trucks 


id ARMOUR & COMPANY USE FORTY-ONE WHITE TRUCKS 
in AT ITS BRANCHES THROUGHOUT THE COUNTRY 


HE great packing companies in the United States and Canada are con- 
sistent users of White Trucks, because they have found out by thorough 
experimentation that White Trucks are the most economical and 

reliable. 165 White Trucks are operated by 61 Packing Companies and 

il Meat Dealers, such as 


Armour & Co., Chicago Houston Packing Co., Houston, Tex. 

, Atlantic Hotel Supply Co., New York City Indianapolis Abattoir Co., Indianapolis 

al Ballard Packing Co., Marion, Ind. Magner, Winslow & Co., Chicago 
Booth Fisheries Co., Chicago Mitchem Bros. Packing Co., Spokane 

Citizens Provision Co., Cleveland John Morrell & Co., Ottumwa, Iowa 

ck Cleveland Provision Co., Cleveland Otto Stahl, Inc., New York City 

he Columbia Hotel Supply Co., Washington E. H. Stanton Co., Spokane 

Cudahy Packing Co., Chicago Swift Canadian Co., Ltd., Toronto 

am Darling & Co., Chicago Westchester Beef Co., New York City 


The superior service obtained from White Trucks has made them the 
choice, not only of the majority of the packing industry, but of practically 
di | every other great line of business. 


3500 White Trucks in service today 
TY THE WHITE Ga) COMPANY 


Manufacturers of Gasoline Motor Cars, Trucks and Taxicabs 
2635 WABASH AVENUE, CHICAGO 
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is a hard job. It is not 


is a long job. It 
play, but real man work. 
“Tt was not the truck manufacturer who 


year. It 
boy 
installed 
of the Chicago Public Library 
The brains and energies 


or outlined the system 
and it was not the dealer. 
all belonged to the library. It was the best example 
to be found of a business organization taking hold 
of a new problem and setting out to make a success 
of it. The organization did not have any precedent 
to go by. It did not have any textbooks outlining the 
fundamentals of motor distribution. It did not have 
any experts to outline repair-shop systems for the pri- 
vate owner. It started on the desert plain. It had 
to discover its own materials, be the architect for 
its own systems, and the artisan to carry all of 
its ideas into execution. It studied its own problems 
and built to meet these. 

“So it is to-day with the business house installing 
a fleet of motor trucks. Such a house has its own 
problems, local to its own facilities of business, local 
to its particular clientele of buyers. These conditions 
must be met, and they cannot be met without stop- 
ping and thoroughly analyzing them. Analyses must 
come first, and without them no truck installation can 
meet with success. These analyses call for the exer- 
cise of grey matter. It is not merely doing what the 
business man around the corner does—that policy 
would spell failure, and the history of motor installa- 
tion to date is replete with such incidents. Suc- 
cess in motor application has no royal road—plain, 
hard work with good judgment is the only route availa- 
ble.”’ 


EXPRESS FOR HOUSEHOLD SUPPLIES 


In view of the inroads made upon the business of 
the express companies by the inauguration of the parcel 
post, Wells, Fargo & Co. Express is investigating the 
possibilities of adapting its facilities to the securing of 
closer relations between producer and consumer. It is 
proposed to enter into an arrangement whereby city 
dealers and housekeepers may place orders for house- 
hold supplies with express agents. These orders will be 
turned over to farmers to fill, thus establishing a direct 
link between the customer and the producer, with the 
express companies serving as middleman. Rates will be 
made sufficiently attractive to exploit the enterprise and 
make it worth while for both producer and consumer to 
deal in household commodities in this way. 

Although the Wells-Fargo Co, is taking the initiative, 
it is understood that the other express companies will 
fall in line if the undertaking is developed. Steps have 
been taken to circularize the rural communities of the 
East and obtain expressions of opinion and promises of 
support from the farmers. 

To encourage the movement, it is proposed to pro- 
vide special packages for shipments. These packages 
will be equipped with compartments for eggs, butter, 
vegetables, fruit, etc. In this manner the farmer may 
keep his customer supplied with a variety of seasonable 
produce. 

Although the effect of the enterprise will be a com- 
petitive onslaught on the parcel post, the express com- 
panies take the position that the plan must be regarded 
on its merits. It-is proffered as a solution of the prob- 
lem of bringing consumer and producer into relations of 
more mutual benefit. 
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The president of the Texas Farmers’ Union, with 
which a working arrangement has already been entered 
into by the express company, is quoted as saying: 

“The Farmers’ Union has long cherished the hop: 
of bringing the producer and consumer closer togethe: 
The middleman is nothing more than a farmhand, but 
he is able to fix his own wages and collect them, and 
to multiply his transactions as he pleases. He is, a 
best, an independent and ofttimes incompetent servan 
of agriculture and frequently deserves to be either dis 
ciplined or discharged. The middlemen are withou 
competition or government supervision. They need regu 
lating as badly as the common carrier. 

“The annual profit of the middlemen on fruit, vege 
tables and poultry approximates one billion dollars, and 
the new ‘system of distribution places in the hands oi 
the producer an opportunity of obtaining a large amount 
of this profit. It has the additional possibility of adding 
at least one-third to the volume of the business, as | 
consider that more than 30 per cent of this class of 
products never leaves the farm for want of a market 
or rots in the field for lack of profitable prices. 

“I am hoping that the railroads also will put on a 
market bureau. Certainly a freight solicitor could offer 
no greater inducement to a farmer than a profitable 
sale of his products, and, indeed, the railroad could give 
no greater encouragement to the producer than top 
prices for produce. The railroads will find that one good 
salesman in the market will do more to stimulate pro 
duction than a dozen professors in the field. The rail 
roads can give agriculture no more serious blow than 
to dump the farmer’s crop at destination, which fre 
quently is done.” 


ARGUE MOTORCYCLE RATING 


The carriers involved in the Jenkins complaint ask 
ing for reparation on shipments of motorcycles because 
the Western Classification rating was reduced from on: 
and a half first class to first class argue that it would 
be the worst sort of injustice to punish the carriers for 
having acceded to the request of the motorcycle manu 
facturers for a change in the classification. They sug 
gest in their brief that there has been no testimony from 
anybody having personal knowledge of the shipments, or 
from anybody who has paid the freight, or from any 
body claiming to be damaged. They contend there is 
not one single ground upon which reparation can be 
claimed, and cite the decision of the United States Su- 
preme Court in the case of the International Coal Co. 
vs. the Pennsylvania Railroad, in which they claim the 
court made stronger than ever the contention of the 
transportation companies that there must be proof of 
damage before the Commission can make an order o! 
reparation. 








ACTION ON ORE RATES. 

Action by the Commission on the petition for a new 
adjustment of ore rates from lake ports to Wheeling 
and Pittsburgh was taken on August 14, when the Con 
mission denied the application for the suspension of th 
rates to Wheeling. The tariffs therefore are in effe«' 
August 15. This is the matter in which it was decid: 
that there was discrimination as between the 96-ce! 
rate to Pittsburgh and a 60-cent rate to Wheeling, whi: 
discrimination the carriers removed by making bo 
rates 88 cents. 
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At the meeting of the American Railway Association in New York, May 
21, 1913, a resolution was passed recommending the use of Automatic Dial 
Scales. The substantial reasons for this recommendation being: 


That the speed of weighing is increased from 2 to 3 times. 

That the accuracy is greater. 

That they insure protection of revenue and train schedules by speedily han- 
dling huge amounts of 1. c. 1. freight, much ot which is received near clos- 
ing time. 

That they contribute to economy and despatch. 


We might have added that 
very often following the in- 
stallation of the Kron Scale, 
or the Kron Dial Attachment 
to an already installed beam 
scale, it reduced the cost of 
freight handling by dispens- 
ing with at least one man, de- 
pending upon the volume of 


freight handled. The 


eS Rs Kron 
rs Attachment 


is now used by over 45 rail- 
roads; can be applied to any 
beam scale of from 2,000 to 
ld : 10,000 lbs. capacity; has no 
01 apn lt springs or pivots in the dial 
A : mechanism; is not affected 
. eos by temperature variations; 
only one operation— 


; “Load and Look” 


r The Kron is the highest type 
of strictly automatic Dial At- 
tachment yet offered for this 
he class of work. 


Re Full 
| é ; By i) qe eh ee ree ia ; information 
- = _ with 
4 prices upon 


AMERICAN KRON SCALE COMPANY request 
39 Cortlandt Street, New York, N. Y. J 
Western Representative—-SPENCER OTIS CO., Ry. Exchange, Chicago 


+ — —- 
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BRIEFS IN THE CONTAINER CASE 


Attorneys for Interveners on Both Sides of the 
Pridham Case File Briefs In Support 
of Their Contentions 





The abstract of the evidence filed in the Pridham 
case on behalf of the lumber and wooden box interveners 
by M. F. Gallagher, Charles L. Brown and D. P. Mur- 
phy, attorneys for the interveners, is a bulky volume of 
443 pages. The testimony covered by this abstract was 
very fully published in THe TrAarric Wor-LD at the time 
of the hearing. At the final hearing in Chicago, how- 
ever, it was stipulated between the representatives of 
the various interests that certain statistical informa- 
tion should be filed with the Commission. Among the 
statistics filed on behalf the a list of 
the reports of carriers covering statistics as to the num- 
ber of wooden boxes handled and fiber packages handled 
and the number of bad order compiled at vari- 
ous stations and for various periods, which are shown in 


of interveners is 


each in 
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A SUMMARY OF THE FOREGOING COMPILATIONS OF STATISTICS IS AS FOLLOWS: 
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ordinary hazards of transportation better than the ord 
nary wooden box of similar size. 

3. That it does not require more handling, or mo: 
careful handling, than wooden boxes of the same siz 
carrying similar commodities. 

4. That the inability to use the hook in the handlin; 
of fiber boxes does not require greater time, labor « 
expense in the handling of the fiber box, 

5. That the readiness with which the pilfering « 
the fiber box is detected demonstrates that shipment 
of the same character moving in a wooden box of th: 
same size will be more subject to pilfering than th: 
same shipments moving in a fiber box. 

6. That loss and damage claims on shipments in 
fiber are much less than the loss and damage claims 
that were made the same commodities when they 
moved in wood, 
7. That there has been no standardization of a 
wooden box; and that shipments in poor wooden 
move at the same rate as the same commodities in 
wooden boxes. 

8. That all fiber containers are more safe shipping 


on 


boxes 
the 
safe 


I. C. C. DOCKET No. 5273 


Statement of Inbound, Transfer and Outbound L. C. L. , Wood and 
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. foul ) j 
RAILROAD % Wood! Fibre | No. in | % Fibre 1} 
COMPANY in B.O.| Pkgs. } 
| Handled, I 
an Arbor | 6 | (2 | 58 4226 | #175 | 0614 |) Ann Arbor 
Cc B&Q 319 | 4341 | 3113 | sooo | 3007 |C B&Q 
>. G.W | 42720 4m nu || C.GW 
, 11279 se) 0762 || C.M. 4 St. P 
14229 2 oes || CR. L&P 
13028 | 2028 1072 || C. St. P.M. 4&0 
1925 on 2120 ||C.4&a 
20808 | 4384 207 || C.&N.W 
405 2» om | DSS&A 
aa 0) 0965 || Ill. Cent 
36030 3167 o7e || L. 8. aM 6. 
25808 738 0305 || Mich. Cent 
nT Minn. Trane 
23215 | 1407 ows || M. ft. P.48.8.M 
go7e2 | 2586 0725 || Mo. Pac 
1689 | 3099 205 || M.K.4&4T 
4738 3B ao70 || N. ¥.C. & St. L. 
we 5 2 || N.Y. N.H 4H 
: 1amo | 552 0007 || Penna. Co 
3 9338 7 14822 a1 0196 || P. & P. | 
‘ Sua | 7 1266 «6| «(1407 |) Pere Marquette 
27 46504 |) 101387 | 104 O18 || 44104 | 2001 | «O67 | StL a8 F 
7980 | 49011 364 oor4 || 17500 | 538 0306 | Sania Fe 
| 3300 | 4722 | 1078 | 33 0906 | Southern 
Wabash 0072 19311 663 0343 | 92054 | ai 9179 357 78249 5 ane |} 1002 | =.0oTl 23400 | 1020 0358 | Wabash 
Grand Total... _o14i_| 200128 | waoe7 | .os72_|1087475 || o1028 | 11549 o1e7 | 162813 | 15722 R43 | 8534681 | ise0n7S | 23052 ors3 || 431041 | 31485 729 Grand Total 








detail in the table. A summary of these compilations is 
given in the accompanying table, and will convey in- 
formation much interest to those who are concerned 
in the case, 

Briefs have also been filed by the attorneys repre- 
senting the fiber container interests, namely, Luther M. 
Walter for the Fiber Shipping Containers’ Association, 
and by W. E. Lamb for the Currogated Paper Manufac- 
turers’ Association. The brief of Mr. Walter has already 
been referred to in Tue TRAFFIC WorLp. Mr. Lamb sets 
forth in his brief a short statement of the case, the 
facts established by the testimony of the witnesses, and 
references to points in the transcript of evidence which 
are considered as bearing upon the interests represented 
by him. He draws from the facts shown by the records 
the following conclusions: 

1. That a fiber container made in compliance with 
the specifications of the classification, and sealed, taped 
and packed in accordance therewith, furnishes a safe 
container for the shipment of freight when ordinary care 
is exercised. 

2. That a fiber container, made in accordance with 
the specifications as aforesaid, is not as readily broken 
as wooden boxes of similar size, and carrying similar 
and that such fiber container will stand the 


of 


contents, 


Comparative Statement of Bad Order Shipments in Wood and Fibre Containers. 











many classes of wooden boxes that a: 
inspection and withou! 


containers than 
taken by the railroads without 
penalty. 

9. That shipments in fiber moving eastbound 
California terminals are the only ones in the United 
States that carry higher rates than are contemporane 
ously applied to the shipment of the same commodities 
when moving in wood; that such application refers solely 
to shipments under the transcontinental commodity tar 
iffs; when shipments move eastbound under class rates. 
the shipments in the fiber and the shipments in wood 
take the same rates. 

In his argument Mr. Lamb refers to the points mad 
by the defendants and intervening wooden box and lun 
ber interests and disposes of them seriatim. 

With reference to the contentions that if the san 
rates are made applicable on shipments in fiber eas 
bound from California terminals that now apply on t! 
same commodities shipped eastbound in wood, great 
jury will result to the lumber and wooden box indust! 
of the United States, and especially on the Pacific coa 
he states that it is well known that the statements 
each of the witnesses covering these points are inc 
rect and wholly without foundation, “and in the lig 
of the facts it is to be hoped that the gentlemen \ 


from 
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CORRUGATED FIBER BOXES. 
FILLED IN HOURS 
AS AGAINST DAYS. 


Every Box Identical 
In Size 
In Style 
P In Scoring 


\a> 


=> —/oO 
SEs 


Capacity 80,000 Shipping 
Cases per day. Every box 
of guaranteed Mullen Test 


The Appco Shipsafe material 
Improves appearances. 
Insures sightly packages. Th latest improved 
: hi d 
Reduces carrying charges. deiecuniinias: 
. vision of the Pioneer Cor- 
Conserves time and space. rugated and Fiber Expert, 
‘ means Effici Servi nd 
Doubles the capacity of a min Gun 
wood box Shipping Dept. 


SHOWS on the credit side of 
your ledger. 


Let us quote--at least. 





PIONEER CORRUGATED FIBER BOX MAKERS 


AMERICAN PAPER PRODUCTS COMPANY 
Wabash Tracks and Bremen Avenue, Saint Louis, Mo. 


CHICAGO. KANSAS CITY. 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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awake from the mild form of hysteria that colored their 
imaginations and magnified these imaginary losses.” He 
adds that even if the figures given were correct they 
would not be entitled to consideration in this proceed- 
ing. Freight rates are to be established upon the basis 
of reasonableness for the service performed. They are 
not established for the purpose of giving particular in- 
dustries preferential treatment, or on a basis that will 
enable a given industry to market its product in suc- 
cessful competition with the cheaper product of a com- 
petitor. 

The contention that, wooden shipping cases being 
heavier than fiber cases of the same dimensions, users 
of the wooden case will therefore be required to pay 
greater freight charges than users of the fiber case of 
the same dimensions, and unless the difference in weight 
is equalized by a penalty upon the fiber case the user 
of the wooden case will be subjected to unjust discrimi- 
nation, Mr. Lamb disposes of as foolish and absurd, and 
states that if the law could reach the alleged discrimina- 
tion covered in this proposition commercial conditions 
would control the making of freight rates. 

Relative to the loss in revenue to railroad com- 
panies occasioned by the difference in weight of the 
fiber container and the wooden container, Mr. Lamb 
rests upon the decision of the Commission in the case 
of Eastern Wheel Manufacturers’ Association vs, Ala- 
bama & Vicksburg. 

With reference to the claim based upon the desir- 
ability of conserving a great natural resource, it is 
argued that the penalty on the fiber box would increase 
the cost above the cost of the wooden box, and the 
result would be that fiber would be driven out of busi- 
ness. The demand would then be for wooden boxes, 
and wooden box interests would have a monopoly on the 
shipping container business, and the monopoly would be 
as effectively created by that adjustment of freight rates 
as if the lumber interests had gotten together in a 
violation of the Sherman law. 

As to the possibility of greater damage to goods 
shipped in fiber containers on account of defective doors 
and leaky roofs, the brief says that this contention has 
nothing to do with the fiber box as a shipping container. 
It is the duty of the railroad company to furnish cars 
that do not have defective doors or leaky roofs. It is, 
however, contended that shipments in fiber will stand 
just as much moisture from defective doors and leaky 
roofs as will similar shipments in wood, and that the 
fiber package will protect the contents from moisture 
for a longer period than a wooden box will protect its 
contents. As to the additional risk of the injury to the 
fiber package in cars loaded with farm machinery and 
the like, it is stated that this proposition overlooks the 
fact that the hazard of transportation referred to is not 
due to the unsafe condition of the fiber box, but wholly 
to the hazardous nature of farm machinery, crowbars or 
iron and steel articles. The same articles will damage 
wooden boxes if they come in contact with them. As 
to the more careful handling required by the fiber con- 
tainer, and the allegation that the fiber box is more 
easily pilfered and more difficult to recooper, the testi- 
mony of the various witnesses is dismissed as uphold- 
ing a contention that is unsound and without merit, 

The various propositions relied upon by the com- 
plainant and intervening fiber box interests are: (1) That 
the rate charged by the defendant carriers on shipments 
of commodities moving in fiber eastbound from Califor- 
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nia terminals are unjust and unreasonable in and of 
themselves. (2) That the rule of the defendants which 
provides for the exaction of higher rates on commodities 
moving in fiber from California terminals than are con- 
temporaneously charged on the same commodities when 
moving in wood, is unjust and unreasonable in and of 
itself. (3) The rule of the defendant carriers permitting 
the movement of commodities eastbound from California 
terminals in wood at lows; rates than are contempo- 
raneously charged by the same carriers on the same 
commodities moving from California terminals in fiber 
subjects the manufacturers and users of fiber boxes, and 
the traffic of commodities shipved therein, to unjust 
discrimination and undue prejudice and disadvantage, and 
gives to the manufacturers and users of wooden boxes, 
and the traffic in the same commodities, undue prefer- 
ence and advantage. (4) The maintenance of equal 
rates on shipments in fiber and wood westbound to Cali- 
fornia terminals, and the maintenance of higher rates 
eastbound on shipments in fiber than are charged on 
shipments in wood, subjects the manufacturers and users 
of fiber boxes, and the traffic in commodities shipped 
therein, to unjust discrimination. 

The brief also refers to the failure of the lumber 
box interests to standardize the wooden box, the unsafe 
character of various classes of wooden boxes, the fact 
that some fiber boxes are made that are better and 
safer containers than certain classes of wooden boxes 
which the railroads accept without limit as to quality or 
strength, and from these facts it is inferred that the 
carriers cannot exact higher rates on shipments in such 
fiber boxes than they at the same time collect on ship- 


ments of the same commodities moving in inferior 
wooden boxes. The question as to the reliability of 


either container is considered as a matter of fact, and 
the testimony of large shippers who are constantly using 
the fiber package is relied upon as indicating that they 
have confidence in its capability of carrying their goods 
to destination in good condition, and that is quite essen- 
tial that any package should do so. 


MILWAUKEE TRAFFIC CLUB. 

The entertainment committee of the Milwaukee 
traffic Club has arranged, through the courtesy of 
Fred. Reynolds of the Pere Marquette steamers, to 
give a stag boat ride to Port Washington and return 
Saturday, August 23, the steamer to leave from the 
Pere Marquette dock, West Water and Buffalo at 1:15 
p. m. In case of rain and the roof leaks, the an- 
nouncement states, we will all get out and walk, for 
this steamer sails at 1:15 p. m., rain or shine, if 
there is no one but the committee to go. When you 
get this invitation walk over to a clean spot on the 
wall and write the date in big red figures, for it will 
be a red-letter day.” 

The committee states that it has also arranged 
to have 500 rowboats traveling behind, in case any- 
one gets seasick and wants to pull for the shore. 
Therefore, “put on your last summer’s suit, wear your 
shoes or go barefoot if you are afraid of ‘slipping on 
the deck.’” 


MAY HAVE TRAFFIC BUREAU. 


The Commercial Club of St. Cloud, Minn., has 
under consideration the question whether it will em- 
ploy a traffic commissioner and establish arate bu- 
reau. 
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UNITED STATES AND DOMINION TRANSPORTATION CO. 


FREIGHT and PASSENGER LINES 
SAILING 


LAKE SUPERIOR 


ONLY LINE TO BEAUTIFUL ISLE ROYALE—AMERICA’S MOST IDEAL VACATION GROUND 
Connections with all rail and boat lines at 

DULUTH PORT ARTHUR ASHLAND 

TWO HARBORS FORT WILLIAM BAYFIELD 


SERVICE UNEXCELLED 


Y HIG“ER FREIGHT RATES VIA ALL RAIL, WITH TIME NO FASTE 
Write for PREIGHT TARIFFS. DESCRIPTIVE LITERATURE of our SCENIC ROUTES, and SCHEDULES, to either 


L. P. HOGSTAD, Division Supt. L. D. ROSENHEIMER, Traffic Manager 
DULUTH, MINN. CHICAGO, ILL. 


Type A—$3.50 Effi e ewe 
iciency In Filing 
How many waste motions are Type B—$3.50 
made in fastening papers together? 
What is the loss in time, and 
what is the actual cost and waste 
per month at a single desk, when 
ordinary clips are used ? 
We have experimented, and know the 
Sncort Fapere—Glep costs are so large that they prove that the 
Knob—They Fasten savings from introduction of a device that 


will fasten the paper with one motion and no additional cost for ma- 
terial, will more than pay for the fastener in a few weeks. 


Try one yourself—stop fussing with messy clips or pins, that clutter up the desk and are always getiing out of 
stock. Get this handy, well-built machine, and use one direct motion instead of three or four. Save time and temper. 


Order one now, and get the benefit yourself, and you can see how much of your clerks’ time you 
can save by equipping your office. 


Specify Type A or B, as Shown Above 


BOONE SUPPLY CO. Not Inc.) 
4440 Evans Avenue Coeange Illinois 
i ae @aSEE THE PRINCIPLE» 3 sap 
One Move 
Cuts a hinged tongue from the paper itself, 


Bends it back and inserts it in slot, 
Where it locks securely. 


HAVE YOU LOOKED THROUGH 


“THE BOOK SHELF” 


RECENTLY ? 


The Elegant Stee! Steamships 
“Manitou” — ‘Missouri — “‘IMlinois” ; 


offer unrivaled service between 

nac Island and other famous Summer oa 

Northern Michigan, connecting with all lines for Lake 

— rior and Eastern Points. The most attractive 
direct route to 


New books are being regu- 
larly added as they are pub- 
lished, and the very one you 
need most may be listed for the 
first time in any issue. 


Manistee 


Frankfort Petoskey Mac Island 
Glen Haven Bay View Cibeeea Sault Ste. Marie 

These elegant steamships are among the finest and best equipped on the Great 
So large and steady as to assure comfortable passage to ee averse to lake trips. 
They offer the traveler every modern convenience that adds to the delights of an 
outing on the water. For illustrated folder and book of tours address 


1. Ge COSERES G.P.A. Offices and Docks, North End Rush Street Bridge, CHICAGO 
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PERSONAL 


s+ 
'J. F. Thodmpson is appointed general agent, freight 





department, Atchison, Topeka & Santa Fe, Chicago, 
Ill., vice G. A. Bird, deceasea. 
E. H. List has been appointed traveling freight 


agent, Minneapolis & St. Louis, reporting to E. L. Dal 
ton, general agent traffic department, 427-428 Mar- 
quette building, Chicago, vice J. R. Shannon, promoted. 


L. C. Shirah has been appointed commercial agent 


Macon & Birmingham Ry. at Atlanta, Ga. 

R. W. Campbell has been appointed traffic man- 
ager of the J: W. Butler Paper Co., Chicago, vice 
H. A. Washburn, promoted. 


C. E. Perkins has been appointed freight traffic man- 
aser of the Missouri Pacific and St. Louis, Iron Mountain 
& Southern. The position of assistant general traffic 
manager is abolished. 


C. H. Jackson has been appointed general agent, Phil- 
adelphia-New Orleans Transportation Co., Pittsburgh, Pa., 
with office 1019 Bessemer Building. 

F. R. Cornell, contracting freight agent, Wabash Rail- 
road, Toledo, O., has been promoted to traveling freight 
agent, Toledo, O., succeeding J. L. Craig, promoted to 
Chicago territory. Mr. Cornell will report to W. A. Hop- 
kins, division freight agent, room 440 Spitzer Building, 
Toledo, O. 

H. C. Bush, Colorado Midland Railway, having resigned 
to accept service with another company, the office of 
traffic manager is abolished. L. A. Rafert has been ap- 
pointed generak freight agent. C. H. Speers continues as 
general passenger agent. 

Stanton Curtis has been appointed assistant general 
passenger agent, Southern Railway; office 54-56 West Ad- 
ams street, Chicago. The appointment is effective Sep- 
tember 1. 


CAR SURPLUS AND SHORTAGE 





Statistical Bulletin No. 149 of the American Railway 
Association gives a summary of car surpluses and short- 
ages by groups, from April 25, 1912, to Aug. 1, 1913. 

Total surplus, Aug. 1, 1913, 69,716 cars; July 15, 
1913, 76,280 cars; Aug. 1, 1912, 65,904 cars. 

Compared: with the preceding period, there is a de- 
crease in the total surplus of 6,564 cars, of which 2,438 
is in box, 433 in flat, 4,393 in coal, and an increase of 
700. in miscellaneous car surplus. The decrease in box 
car surplus is in all groups except, 1 (New England 
Lines) and 11 (Canadian Lines). The decrease in fiat 
car surplus is in Groups 1 (as above), 3 (Ohio, Indiana, 
Michigan and western Pennsylvania), 6 (Iowa, Illinois, 
Wisconsin and Minnesota), 7 (Montana, Wyoming, Ne- 
braska and the Dakotas), 8 (Kansas, Colorado, Okla- 
homa, Missouri and Ark@tisas) and 10 (Washington, Ore- 
gon, Idaho, California, Nevada and Arizona). The de- 
crease in coal car surplus is in all groups except 1 
(as above). The increase in miscellaneous car surplus 
is in Groups 1 (as above), 2 (New York, New Jersey, 
Delaware, Maryland and eastern Pennsylvania), 5 (Ken- 
tucky, Tennessee, Mississippi, Alabama, Georgia and 
Florida), 6, 7, 8 and 11 (as above). 

Total shortage, Aug. 1, 1913, 11,261 cars; July 15, 
1913, 6,875 cars; Aug. 1, 1912, 9,394 cars. 
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Compared with the preceding period, there is 
increase in the total shortage of 4,386 cars, of whi 
2,428 is in box, 411 in flat, 2,203 in coal, and a decrease 
of 656 in miscellaneous car shortage. The increase in 
box car shortage is in all groups except 2 and 5 (as 
above). The increase in flat car shortage is in Groups 
1, 2, 3 (as above), 4 (the Virginias and Carolinas), 8 
and 11 (as above). The increase in coal car shortage 
is in all groups except 8 and 10 (as above). The de. 
crease in miscellaneous car shortage is in Groups 1, 3, 
6, 10 and 11 (as above). 

Compared with the same date of 1912, there is an 
increase in the total surplus of 3,812 cars, of which 4,639 
is in box, 644 in flat, 1,683 in miscellaneous, and a d: 
crease of 3,154 in coal car shortage. There is an in- 
crease in the total shortage of 1,867 cars, of which 
1,392 is in box, 1,250 in coal, 138 in miscellaneous, and 
a decrease of 913 in flat car shortage. 

Detail figures follow: 

SURPLUSES. 
Coal, 


Gondula 
and Other 





Date. Box. Flat. Hopper. Kinds. Total. 
Mag. --1,,1918 0.28%. «28h 6F8 2,788 8,810 25,445 69,716 
July 15, 1913.........36,111 3,221 13,203 24,745 76,28 
June 30, 1913.........34,685 3,084 11,055 21,916 70,740 
May 31, 1913.........23,849 3,172 11,601 21,669 60,29 
May bat ROS + Cae oteu 18,350 3,059 12,243 20,325 53,977 
OO Be eee 3,043 4,071 20,209 21,469 68,79 
Mave: 1, BORE sek. k 2 15,967 4,650 18,039 19,873 58,529 
Feb. 1, 5,156 16,897 16,992 62,04 
Dec. 31, 4,081 16,823 16,677 50,659 
Nov. 30, 2,919 7,599 10,135 26,13 
Nov. 7, 1,551 7,262 8,452 19,897 
Oct. 10, 1,079 6,491 10,539 22,811 
Sept. 12, 1,285 5,310 12,879 27,380 
Aug. 15, 2,301 9,658 19,105 58,62 
July 18, 2,157 15,420 25,419 75,389 
June 20, 3,323 19,319 24,216 73,464 
May 23, , a 23 4,053 71,068 25,264 123,68 
April 25, 1912.........19,583 6,857 94,692 30,054 151,156 

SHORTAGES. 
Coal, 
Gondoia 
and Other 

Date. Box. Flat. Hopper. Kinds. Total 
Aug. hy “Mes 64s a ewe. 5,589 1,332 4,029 311 11,2 
| i SO! 3,161 921 1,826 967 6,87 
gume O6, 19le.......55 2 1,470 2,821 383 7,05¢ 
Mass 31, 1999: 5. c%s2e0s 4,163 1,656 ,109 $55 9, 
May i Beds wcee te 7,154 2,046 3,733 1,245 14,17 
Se eae 7,050 1,227 1,400 1,127 10,8 
March 1, 1913......... 17,645 3,62 3,355 2,525 27,1 
Feb. 1,868 4,720 1,504 24,7 
Dec. 2,751 4,736 2,018 33,6! 
Nov. 1,382 12,778 6,653 62 
Nov. 5,164 14,811 4,718 71,1 
Oct. 4,076 14,897 2,667 54,389 
Sept. 3,182 8,331 1,650 36,000 
Aug. 2,558 4,703 1,048 14,72 
July 1,631 2,074 266 6,467 
June 1,555 450 572 5,746 
May 1,618 2,649 297 7,482 
April 1,613 2,144 2,396 12,305 





MAY CHARGE 3 CENTS INTERSTATE. 

Attorney General Smith of Minnesota has just ren- 
dered a decision in which he holds that the railroads 
are within their legal right in charging 3 cents per 
mile for interstate traffic, inasmuch as the Interstate 
Commerce Commission has given the railroads until 
May 1, 1914, to file interstate tariffs under the 2-cent 
rate. This statement is made as of special int-rest 
to those who have frequent occasion to travel across 
the Mississippi from Wisconsin into Minnesota and re- 
turn. 


PEORIA TRANSPORTATION CLUB. 
The Transportation Club of Peoria will have its 
annual picnic on August 26, The club has chartered 
the steamer Swain, capable of carrying about 2,000 


people, and will go up the [Illinois river twenty miles 
to Columbia Park. 
been provided. 


A variety of entertainment has 
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Which Will You Be in 10 Years? 


Are you selling work or knowledge? Could you hold down a better job if it were offered 
you? Is your ability increasing with years or are you doomed to stay in your present 
position? 

Trafic Managers are wanted—the railroads want them—the big shippers want them— 
and there are half a million big shippers in the United States. Positions are plentiful, 
but have you the knowledge to make good? The men wanted must be specialists—ex- 
perts familiar with railroad rate laws—with interstate regulations—with routes, with 


; the classification of goods—in fact, with the whole strategy of shipping. 


. ‘\ Here’s what a Railroad President said about our Traffic Manager’s Course: 


‘. ‘‘If properly constructed and administered it should enable one to accomplish in 
™~ a few months more than could be learned in a lifetime in a railroad office.’’ 
s rm , . ° _ ° ° e . y 
a That’s just the trouble. It’s a lifetime at one desk in a railroad office. You 
LLE , , 
r SXTENSION \ get no chance to learn the job ahead of you. 
UNIVERSITY XX 


ia” ane, i Traffic Managers Get $35 to $100 a Week 


Send me at once youl \ s A 
ree booklet, ten Years .o “. and we can fit you for the jobs—all your studying at home—your 
« ?romotion i —also 4 , » ; 
ee ees es See oe * first step is to tear out the coupon. 

) resent income by studying 


sur course in Interstate Com- s 


erce and Traffic Management. 


Thee NN. LaSalle Extension University 
; | oS Dept. 265 CHICAGO, ILL. 
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DULUTH I§ COOL. 

as to the reason for the hearing in 
Duluth of the cotton bale case which has been going 
on before Special Examiner Prouty is explained by 
the Duluth Herald under the statement that the only 
excuse for the hearing being held there is that “it 
is cool in Duluth.” The Commission was asked to 
set the hearing at any cool place and tthe parties 
agreed to attend. Duluth was selected. 


Any question 


IOWA DECISION MEANS. 
freight commissioner of the Greater 
Moines Committee, discusses in a local paper the 


WHAT THE 

E. G. Wylie, 
Des 
results of the recent decision by the Interstate Com- 
merce Commission. He is quoted as follows: 

“To understand to some slight degree the abso- 
lutely revolutionary rate conditions which are to fol- 
low the decision of the Interstate Commerce Commis- 
in the state of Iowa cases, these facts should be 

mind: 

rate between New 
cities and lIowa’s Mississippi river cities was 
ated on an excess of 10 cents per hundred 
on first-class and lesser amounts on the lower 
above the rates to East St. Louis. Later the rates 
were slightly increased at East St. Louis and for 
years past the first-class rate from New York 
Louis, East St. Louis, Hannibal and Quincy has 
cents less than to Keokuk and other Iowa 
points north, including Dubuque. The distance from 
New York to Quincy is ten miles greater than to 
Keokuk, but Keokuk’s rate was 9 cents higher than 
Quincy’s rate, and Keokuk is only thirty-nine miles dis- 


sion 
borne in 


“The eastern 


gradu- 
pounds 


classes 


York and other 


many 
to St. 
been 9 


tant from Quincy. Quincy’s rate was originally mate- 
rially higher than the rate at St. Louis, but years 
ago the discrimination was voluntarily corrected by 
the carriers for Quincy’s upbuilding. But this reform 
was stopped at Quincy, the nearest Mississippi river 
city south of the Iowa line. 


“Speaking broadly, the rates from the eastern cit- 
ies to places in interior Iowa were computed to equal 
the sum of the rates upon some intermediate places, 
such as Muscatine, Peoria, or Chicago. This high rate 


at Keokuk, Muscatine and these other Iowa Missis- 
sippi river cities, therefore, was practically the rate 
keystone. The defendants in one case showed that 


what they were trying to do was to charge on through 
Moines 


shipments to Des from New York, for ex- 
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ample, as much as would be charged the man at M) 
catine to get his business in from New York and 
then reship it to Des Moines. 

“Therefore, the reducing of the Muscatine and 
other Iowa Mississippi river cities’ rates 7 cents aut 
matically and inevitably has the effect of modifying 
and reducing the rates throughout the breadth of tiie 
state of Iowa to as far west as points taking the 
same rates as the Missouri river cities.” 





HOW TO SECURE MINNESOTA REFUND. 
The State Railway and Warehouse Commission 
Minnesota has sent out a circular to serve as a guide 
to persons seeking refund under the new rate case 
decision. The circular is in answer to many inqui- 
ries which have been received by the commissio 
The following are the suggestions to those who see 

to secure refund: 

“Original expense bills are sufficient proof. When 
are lost, affidavits must be furnished. 

“On commodity. rates which include carload shi 


ss EF = 


they 


ments, refunds should be based on the difference 
tween the two rates since Jan. 1, 1907. 

“On merchandise rates the refund should be based 
on the difference between the two tariffs beginning 
June 30, 1911. 

“Passenger receipts are sufficient proof for refund 
Where they cannot be furnished, affidavits will do 

“Passenger receipts for refunds should be sent 
the auditors of the several companies. 

“The commission will accept receipts, but prefers 


that they be filed direct with the railway company. 
“Do with the local 


agent.” 


business, if possible, station 


MILEAGE BUREAUS TO BE ABOLISHED. 

Minnesota papers are responsible for the statement 
that as a result of the general enforcement of the two 
laws in that state passenger mileage bureaus 
heretofore maintained by the railroads will be abol 
ished. For several years these roads have been im 
portant factors in railroad operation and large 
of clerks have been employed to maintain records and 
It is said that sales of mileage books 


cent fare 


forces 


check accounts. 


have dwindled very rapidly since the two-cent fare 
law has been in effect. There is no particular ad 
vantage in buying a mileage book, when a ticket can 


be bought for a single trip at the same rate. 





CONVENIENT 





A NEW BINDER—Holds from 1 to 13 Copies of The Traffic World 


HOLDS THEM SECURELY. 
DOESN’T MUTILATE THEM. 


KEEPS THEM CLEAN 
PERMITS OPENING FLAT 


PREVENTS COPIES GETTING LOST 


Copies Put in or Taken Out in 10 Seconds. 


Single Binder, $1.25, Holds Three Months 


Special Design Made Exclusively for Us. 
Two Binders, $2.25, Holds Six Months 


Four Binders, $4.00, Holds One Year 
WE PAY DELIVERY CHARGES 


THE TRAFFIC WORLD - - _ =- 





418 So. Market St., Chicago 
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POSITIONS WANTED OR OPEN 


Thoroughly competent man of 30 with exceptionally 
good references and now employed in handling the traffic 
of a large manufacturing company, wants position as 
TRAFFIC MANAGER or ASSISTANT TRAFFIC MAN- 
AGER, with manufacturing concern or commercial organ- 
ization where ability and results will be recognized. Am 
familiar with classifications, tariffs, rate making and con- 
struction as well as with rules and regulations of Inter- 
state Commerce Commission and can handle big propo- 
1, The Traffic World, Chicago. 
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Can’t Tip Over 


Do you suppose that piano manu- 
facturers would trust pianos worth 
several thousand dollars on a Re- 
volvator if they thought it would 
tip over? This piano manufacturer 
has found that he can now tier crated 
pianos two and three high, without 
any rough handling, and that his 
labor costs have been cut in half. 


Revolvators 2re now being used 
for storing boxes, barrels, crates, 
rolls and reams of paper, etc., and 
could be used in your plant, the 
main source of economy being due 
” the revolving 


If you are not familiar with this mod- 
ern cost-reducing, labor-saving machine 
write today for a copy of our book T. 
W. 18 “‘Seientific Tiering,’’ also ask 
us if a Revolvator could ne —_ 


ind 
y00ks 
fare 
r ad 


can 


id 





for handling your material. 
Industrial Traffic Manager—You want efficiency in 
your traffic department. Live wire TRAFFIC MAN open 


for engagement. Would be willing to handle six —.|jSPECIAL SERVICE 
to twelve accounts, with office in Chicago, for concerns Do you require an address? Looking for someone? 


A e - i Do you require a special confidential commission exe- 
located in Chicago district and vicinity. Expense can 


cuted? ae ae, i. toe Adjust- 
ments, rchase of goods or proper nformation, pays 
be prorated or will accept definite figure for each ac- Tose’ Culteas ee tectum! evedou bite, rebecca: 
count taken. Address Traffic World, D 141. Pawned Articles, secures Steamer or Pullman berths, 
Theater tickets, performing with experience and discre- 

tion any legitimate service. 


FOREIGN EXPRESS 

Consular documents prepared, Drafts collected or 
negotiated, Passports, International licenses and trip- 
tyque for Automobilists, Fast service New York to 
France and Colonies, Belgium, Switzerland, Spain, Portu- 
gal, Greece, Turkey, Russia, Servia, Porto Rico, West 
Indies, Philippine Islands, etc. 


STORAGE WAREHOUSE 

Greater New York, Jersey City and vicinity, advances 
procured, storage arranged any point on globe, transfers 
made, carloads distributed and consolidated, Moving, 
Shipping, Forwarding, Household Goods, Pianos, Works 
of Art, any place, Marino Insurance, Freight Contrac- 
tors, Lighterage. 


HUGUENOT EXPRESS, 524 W. 36th St., New York City 








Wanted—Position as AUDITOR. Fifteen years’ ex- 
perience in railway accounting in all its branches. At 
present employed in that capacity. References as to 
ability and character. Address G-17, Traffic Service Bu- 
reau, Chicago. 








Young man 30 years old would like position as 
ASSISTANT TRAFFIC MANAGER, with chance for ad- 
vancement. Ten years’ experience. Can furnish best 
of references. Address Traffic World, H-O1. 










Freight Rates Made Easy 


The CHICAGO FREIGHT RATE GUIDE 
of class rates is a condensed file of railroad tar- 
iffs, arranged for quick reference, showing 
THROUGH RATES from Chicago and Mil- 
waukee terrisory to towns in every state in 
the Union. 















Appointment as ASSISTANT GENERAL MANAGER 
or GENERAL TRAFFIC MANAGER for some “Sick” rail- 
road system by man of 42—not theoretically experienced, 
but through the “mill” from trucker to general traffic 
manager under best traffic and operating men. Will for- 
feit $20,000 if can’t make good. Address M.L.B.-6, Traf- 
fic World, Chicago. 







All technicalities are eliminated in this, the 
most handy of all freight rate Guides. Not 
complicated ; just a practical and simple refer- 
ence book of class rates; concise and conven- 
ient. 









ARTHUR B. HAYES 
ATTORNEY-AT-LAW 


COLORADO BUILDING WASHINGTON, D.C. 






For checking expense bills, estimating pre- 
pays, quoting delivered prices, etc., etc., it is in 
a class by itself. Quicker than the telephone, 
and easier of access than a railroad tariff. 
Kept up to date at all times. Indorsed by rail- 
road and shipper alike. 














Former member of the Department of Justice as 
Solicitor of Internal Revenue 







Yearly subscription price only $7.50. 


rar Geta, WW, MARTIN & CO. ics: 


417 S. Dearborn St., Chicago, Ili. 






interstate Commerce Litigation 
a Specialty 
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N.Y. Revolving Portable Elevator 6 0., 364 Garfield Ave., Jersey City, N. J, 






























































THE TRAFFIC WORLD 


Directory of Attorneys 


Practicing before the Interstate Commerce Commission 


Charles Conradis 


Practices befcre the 
Interstate Commerce Commission 
418-430 South Market St., Chicago 
606-7-8-9-10 Colorado Bldg., Washington, D. C. 


John B. Daish 


Interstate Commerce cases only 
.410 Security Trust Bldg., Chicago 
602-606 Hibbs Bldg., Washington, D. C. 


Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Commis- 
sion; Counselor at Law 


Suite 956 First National Bank Bldg., 
Chicago, Il. 


Cc. D. Chamberlin 


Attorney at Law, Commerce Counsel for the 
National Petroleum Association 
Rose Bldg., Cleveland, Ohio 


Richard J. Donovan 


Counselor at Law; Preparation of cases and trials 
of cases before the Interstate Commerce Commission 
a specialty; Experts on railroad tariffs furnished; 
Correspondence invited. 


233 Broadway, New York 


Emerson Bentley 


Attorney at Law; Special attention to commerce 
practice before the Interstate Commerce Commission 
and Railroad Commission of Louisiana. 

201-203 First National Bank Building, Shreveport, La. 


H. Earlton Hanes 


Attorney and Counselor at Law, 


418 and 419 Colorado Bldg., 
Washington, D. C. 


H. R. Small 


Practices before the Interstate Commerce Commission 
1605-14 Pierce Bldg., St. Louis, Mo. 


Belt & Graves 


Attorneys at Law; practice before Interstate Com- 
merce Commission and all Courts 


810-814 Times Bldg., St. Louis, Mo. 


Watson & Abernethy 


Attorneys at Law. Specialists in Interstate Com- 
merce Cases. 


B. G. 


Commerce Expert. 


Pioneer Building. St. Paul, Minn. 


Hal H. Smith 


(Beaumont, Smith & Harris) 


Practices before Interstate Commerce Commission, 
1123-28 Ford Bldg., Detroit, Mich. 


Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attor- 
ney and Counselor at Law), in charge of Washing- 
ton office, where E. E. Williamson (Transportation 
Expert and Statistician) is associated. 

805-6-7-8 Westory Bldg:, Washington, D. C. 
First National Bank Bldg., Cincinnati, O. 


Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as 
Expert Acct. and Spcl. Asst. U. S. Atty. Specialty: 
Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and Intrastate 
Rate Litigation. 

420-424 Woodward Bldg., Washington, D. C. 


BORDERS, WALTER & BURCHMORE 


555-561 Rookery, CHICAGO 


M. W. Borders 


CORPORATION INSURANCE 
AND ANTI-TRUST LAWS 


Luther M. Walter 


Formerly Attorneys for Interstate Commerce Commission 
ALL MATTERS AFFECTING CARRIERS AND PUBLIC UTILITIES 


John S. Burchmore 
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EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important subject 
and are reaching out for such trade. A competent Forwarding Agent can be 


of material assistance to manufacturers. 
We quote rates of Freight and Marine Insurance to all places abroad and shall 


gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 
Chicago, New York, London, Liverpool, Paris, Havre, Boulogne-Sur-Mer 


G. W. SHELDON & CO., 


Directory of Transfer Agents, Freight Forwarders, Warehouseman, Custom House Brokers, etc. 


Huguenot Express Co. 
NEW YORK, N. Y. 


Prone 839 Greeley. For- 
truckmen for all lines; bulk shipments from 
out of town a specialty; up-to-date facilities for storage 


624 West Thirty-sixth St. 
warders, 


and distribution. 


Judson Freight Forwarding Co., Inc. 


CHICAGO, ILL, 


443 Marquette Bidg. Carload distribution to al) rail- 
roads at Chicago without teams; L. C. L. shipments of 
machinery forwarded at reduced rates to all principal 


western and Pacific Coast points. 


The Reading Truck Co. 


DETROIT, MICH. 


phone No. 633. 


Sixth and Congress Sts. Authorized 


cartage agents 
for the Wabash and Canadian Pacific railways and for 
Special] attention given to 
distribution of carload freight for two or more parties. 


the Anchor Line steamers. 
Merchandise delivered as ordered. 


LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


The National industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffie 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and transportation 
eompanies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
gary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 

Weadquarters, Tacoma Bldg., 5 North 

La Salle St., Chicago. 


Officers. 


J. M. Belleville, ident, 
G. F. A., Pittsburgh Plate Glass Co., 
Pittsburgh, Pa. 

a. G. Wilson, Vice-President, 
Comm’r, Transportation Bureau of 
Commercial Club, Kansas City, Mo. 
Oscar F. Bell, Secretary-Treasurer, 
= Crane Co., 836 South Michigan 


Ave., Chicago, i 
David P. Chindblom, Assistant Secretary 
Chicago. 


& North La Salle St., 


National Implement and Vehicle Associa- 
tion. . J. Evans, Freight Traf. Mgr., 
American Trust Bidg., Chicago, Il. 


Northern Pine Manufacturers’ Associa- 
tion. H. 8. Childs, Secy., Minneapolis. 
Sterling 
Manufacturers’ and Shippers’ 
Association. 


In charge of traffic industries located 
at Sterling and Rock I , 
dent 


wr 
wy 
Ww. 


Business Men’s League. P. W. Coyle, 
Comm’r, 614 Bank of Commerce Bidg., 
St. Louis, 


The Memphis Freight Bureau. L. R. 
Donelson, Pres.; W. G. Thomas, Vice- 
Pres.; James 8S. Davant, Commissioner, 
Memphis, Tenn. 


TRAFFIC CLUBS 


National Federation of Traffic and Trans- 
portation Clubs, J. V. Zartman, Pres.; 
Carl K. Landes, 

The Chicago Transportation Association. 
Ray F. Clark, Pres.; H. B. MacNiven, 
Secy. 

The Traffic Club of New York. 
Mack, Pres.; C. A. Swope, 

ba Spokane Transportatier Club. Chas. 

. Colby, Pres. 

eas Traffic Club of Chicago. Guy 8S. 
McCabe, Pres.; W. H. Wharton, i 

The Traffic Club of Dallas, Tex. T. B. 
Jackson, Pres.: G. S. Maxwell, Secy. 

The Traffic Club of Philadelphia. Harry 
Billings, Pres.; W. Summerfield, 
Secy. 

The Traffic Club of St. Louis. Clarence 
H. Howard, Pres.; A. F. Versen, Secy.- 


~ = 


The Traffic Club of Pittsburgh. E. C. 
Sattley, Pres.; D. L. Wells, Secy. 

The Transportation Club of Indianapolile. 
S. S. Shambaugh, Pres.; L. E. Stone 


Secy. 


350-356 Seneca St. 
ing, handling, transferring and forwarding ones, Tele- 


Bonded and general storage. 
promptly handled. Custom house entries attended te. 
Insurance, 18c. Track connections. 


Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 
“Unsurpassed facilities” for stor- 


Louisville Public Warehouse Co., Inc. 


LOUISVILLE, KY. 


Import and export freight contractors, transfer and 
reshipping agents, custom house brokers. 
free warehouses. 


Bonded and 


Ashley Warehouse Co. 


ST. LOUIS, MO. 
Drayage facilities. Cars 


The Traffic Club of New Engiand, Boston, 
T. BE. Byrnes, Pres.; Wm. C. Browa, 
The Transportation ey % 
C. W. Poysell, Pres.; J. ——- 
Secy. 
The Transportation Club of isvilie. 
E. L. Roederer, Pres.; ay MeBride, 
Secy. 
The Transportation Club of To! . 
. Thoms, Pres.; J. 8. Marks, nie. - 
The Traffic Ciub "of Newark. Johu 4 
Rogers, Pres.; J. R. Cooke, Secy. 
The Traffic Club of Seattle. Roger D 
Ton he a Ra a Miller, Secy. 
e Transportation Club of Detro 
—— A. Jones, Pres.; W. Eee, 


ecy, 
Transportation Club of San Francisco, J. 
iat urgin, Pres.; Theo. H. Tanabe 
The Rallroad Club of Kansas City, M 
iN. Stroud, Pres.; Clnude ‘Manley . 
The Traffic and Transportation Cl! 
Birmingham. A. W. "Barer, Seen? 2 
The Fraine” Clue’ of Minneapolls. F. 
€ c Clu nnea 
osieth serene, B Rawiey cbeoy. Oo 
a ake Trans ation u 
MeNitt, Pres.; ee BE. Row! aan, " 
Traffic Club of pene Wm. F 
O'Connor, Pres.; C. C. Lioyd, Secy. 
"BBhersile, Giub: of Lima, O. Lioyé 
; D. L. Rupert, Secy.- 


Tre 
Grona } Rapids Traffic Club, Grand Rapids, 
_ Chas. H. Lilley, Pres.; Jame 


, Secy. 
Venncnersanton Club of Peorla. R. M 
Field, Pres.; A. S. Howells, Secy. 
Traffic Club of Cleveland. D. F. Hurd, 
Pres.; W. V. Bishop, Secy. 
Traffic Club of Erie, Pa. Edwin EL 
Brevillier Pres.: M. W. Fismann. Secv 
Los Angeles Traffic Association, Los An- 
geles, Cal. E. S. Blair, Pres.; C. E. 
Cline, Secy.-Treas. 
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CHICAGO MILL AND LUMBER COMPANY 


The Largest Box Manufacturers in the World 


Originators and founders of the SCIENCE OF BOXOLOGY; the 
first concern in the world to place box making on an absolutely 
scientific basis, elevating the package business to a fine art. We 
are box engineers and our experts will be glad to show you something 
about real economy in packages. We make everything known in 
the package line—WOODEN BOXES, FIBRE BOXES, CORRUGATED 
BOXES, WIRE-BOUND BOXES, BOTTLE CARRIERS, EGG CASES, CRATES 
AND CONTAINERS for everything in the universe. 


The scientific box knowledge of the greatest package makers 
in the world is yours for the asking. 


The location of our fifteen plants from the “Soo to the Sea” 
gives some idea of ‘‘Chicago Mill Service.”’ 


“CHICAGO MILL SERVICE” 
MEANS 


STUPENDOUS FACILITIES 
COLOSSAL OUTPUT 
PERFECT QUALITY 

EXPEDITIOUS DELIVERIES 

PRICES RIGHT 
CAN 
YOU 
BEAT 


IT 
> 


CHICAGO MILL AND LUMBER COMPANY 


BOX MAKERS FOR THE UNIVERSE 
805 SANGAMON STREET CHICAGO 
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